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CASH ON DELIVERY}, 
BY RAILWAY EXPRESSE-: 


There may be a dozen reasons why the C.O.D. proves the truth of the old 


Railway Express C.O.D. service is the belief that the time of delivery is the 


answer ba your problems. Certainly psychological moment for collection. 418 S. 
the consignee may order without 


see : ; : . Besides, nobody likes the embarrass-_ | CHIC, 
waiting while you investigate his 


financial standing and you may start ment of checking up on customers for 
the shipment promptly with the payment later. 

knowledge that you will get a prompt 

remittance for your merchandise. The You can count on a complete service 
Railway Expressman acts as your from the Railway Express from be- 
collector, presenting a C.O.D. order at 
the time of the delivery of the goods 
which saves you a lot of billing—and a 
lot of waiting. Payments are promptly bidding and the service is as near your 






























ginning to end. There are 23,000 


Railway Express offices to do your 
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f Houston is the nearest port to the grain belt “Ne 


GRAIN SHIPPERS! — osmerica rs 


ay 


Houston has rail connections that serve the — 


entire country and offer distinct rate advan- 
H O [ | ~ 7 O N tages to all this section. RAIL 


63 steamship lines sail regularly from Houston INLAN 
I S with fast service to every part of the world. 
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2 car dumpers—the only ones on the Gulf 
Coast and 4 Power Shovels keep grain moving 


y Q [ | R as fast as it arrives. MOTC 
A Public Grain Elevator of 3,500,000 bushel cms 


capacity is equipped with the latest facilities QUE: 


for protecting and conditioning grain while 
P O R 7 in storage. 
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A 
NORTH AMERICAN 
LEASE 


Is Sound Business 


Economy 


The history of North American Car Cor- 
poration is an uninterrupted record of 
progress. 


The foundation of this record is the ever- 
increasing group of shippers who continue, 
season after season, to entrust their special 
car requirements to North American. 


Year in and year out, these companies have 
the satisfaction of knowing that the condi- 
tion of their cars is in keeping with the 
quality of the products they carry. They 
realize that modern cars, in good repair, 
create a favorable impression upon the 
customer . . . and that a company’s repu- 
tation is, after all, the sum total of all the 
impressions it has created. 


TAN K, 
ok k RIGERATOp 


and 


POULTRY 
CARS 


In a word, these companies have discov- 
ered that A North American Leasejis 
Sound Business Economy. May we 
tell you the complete story? 


* 
A North 


American 
Car Lease 
Is Sound 
Business 
Economy 


NORTH AMERICAN 
CAR CORPORATION 


327 South La Salle St., Chicago 
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WISCONSIN 


The City “Ideal” for Factory, Business and Home 


Burlington is situated on the westerly end of Racine County at the 
junctions of Sugar Creek, White River and Fox River. Although the 

pulation is 4,114 according to the 1930 Government Census, Bur- 
ington has 50% more business frontage per capita than any other city 
within the Chicago Regional District, as was disclosed by a recent 
survey. The reason for this is that Burlington is situated in the heart of a 
very extensively diversified farming community. 

y an Industrial Center, the city has no equal, being located 34 
miles from Milwaukee and 65 miles from Chicago, with two railroads— 
the Soo Line and the Saint Paul, and also the T. M. E.R. & L. to and 
from Milwaukee, hauling freight, express and passengers. Chicago 


freight rates are available to all industries. 
Inasmuch as in the aeny of Burlington there are numerous lakes, 


rivers and streams which are being well stocked with fish from the State 
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BURLINGTON 


FOR INFORMATION 
REGARDING 


BURLINGTON 


PLEASE ADDRESS 


GEO. WEILER 
Secretary and Treasurer 
CHAMBER OF 
COMMERCE 


POOLE BROS. INC., CHICAGO. 


SOO SERVICE WILL BE SATISFACTORY TO YO 


Fish Hatchery three miles south of here, our community is naturally a 
sportsman's Paradise. 

Our =~ is noted for its fine residential districts with its spacious, 
well-kept lawns and shrubbery and the fine architecture of its homes. 

In addition, Burlington has: 

13 factories, 4 milk plants with over 200,000 Ibs. daily, 7 churches, 
7 schools, 3 banks with over $4,000,000 resources, miles of paved 
streets, stores of every kind, 9 garages, 2 theatres, modern hotels, 
artesian water supply, 2 motor fire trucks, commercial gas plant, com- 
plete sewer system, Public Library, 24 bed hospital with ambulance 
service, 2 newspapers, Building and Loan Assn., Credit Bureau, Bell 
Telephone system, 2 golf courses, athletic park, public park system 
and public camp site. 

There are 4 lakes nearby—Brown's, Bohner's, Honey and Long. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





A CODE FOR WATERWAYS 


R. A. officials are now considering what appar- 

e ently seems to them a _ perplexing question— 
whether, if inland waterway operators are to be subject 
to a code, the government barge line should come under 
that code. It has already been ruled by one such official 
that the government barge line, being a public institu- 
tion or agency, is not to be subjected to a code and Gen- 
eral Ashburn has circulated that ruling throughout his 
organization, the Inland Waterways Corporation, which 
operates the government barge line. The question, how- 
ever, is now said not to have been finally settled. 

We see nothing perplexing about it. Either inland 
Waterway operators should be governed by a code or 
they should not. If they should not, that ends the mat- 
ter. If they should, then, by all means, all of them should 
be treated alike, whoever they may be. Certainly, the 
government barge line, the largest and most powerful of 
these operators, already in an unfairly advantageous po- 
sition because of payment by taxpayers of costs that have 
to be paid by private capital in the case of its waterway 
competitors, should not be exempt. To state the question 
at all is to answer it. It would be ridiculous and out- 
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rageous to put private operators under a code and per- 
mit the government enterprise to compete with them 
without such restriction. We are glad to observe that 
General Ashburn himself seems to see this, though he 
qualifies his statement that, if a barge line code is put 
into effect, the government line should comply with its 
provisions, with the words, “as far as possible.” As far 
as possible, in this case, should mean the whole distance. 


The purpose of N. R. A. is twofold—to bring about 
fair competition and trade practices and to increase em- 
ployment. To enforce a code against private operators 
and not against their government competitor would be to 
promote unfair competition and trade practices instead 
of to prevent them; it would, farther, be not increasing 
employment, instead of increasing it. Why should the 
government, so willing to spend the people’s money by 
millions in unnecessary and foolish waterway develop- 
ment, for the sake of putting men to work and thus help- 
ing restore prosperity, balk at the matter of putting its 
barge line under a code and thus increasing its waterway 
expenditures by a small amount, for the same purpose? 


RAILROADS AND N. R. A. 


OORDINATOR EASTMAN takes a great many 

words to express to President Roosevelt his opinion 
that the railroads are not subject to the national recov- 
ery act and that, as a matter of policy, they should not 
be. The obvious fact—which Mr. Eastman does not point 
out, by the way—and the obvious explanation, though it 
is not to be found in the memorandum prepared by Mr. 
Eastman, is that the coordinator act, under which the 
railroads are now operating, and the recovery act, under 
which all other industry is now operating, were in Con- 
gress at the same time and the bills were signed by 
President Roosevelt within a few minutes of each other 
on the same day, so that the fact that they differ abso- 
lutely in purpose and intent should have been in the 
President’s mind when he signed them and it must be 
presumed that it was the intent of the President and 
Congress to compel the railroads to effect economies, 
even to the point of reducing the level of employment 
within the limits set, whereas it was the intent to com- 
pel all other business to increase employment in order to 
multiply buying power and thus restore prosperity. It 
was, of course, not intended to apply N. R. A. to the 






PAGE 414 





railroads and it could not be done without changing 
either the coordinator law, or the recovery law, or both. 
There is little to be gained, therefore, by discussing now 
the other part of the question—whether, as a matter of 
policy, N. R. A. should be applied to the railroads. We 
have an inconsistent situation, of which the best possi- 
ble must be made, whichever of the two laws is wrong and 
whichever is right, if one must be right and the other 
wrong. 

We should say, however, that, however confusing it 
may be to have the railroads ruled under one economic 
theory and all other industry under another, there need 
be no fear lest the railroads be not governed and con- 
trolled enough. They have known for many years the 
master’s yoke that is now being put around the neck of 
other business. They get no blue eagles to paste on their 
engines and their office doors, and that may prove em- 
barrassing, in view of the fact that their competitors 
flaunt them, but the bird has had its talons in them for 
a long time just the same. They might exhibit their 
scratches as an offset to the rampant fowl that now 
graces the escutcheon of their rivals. 


Humorously enough, however, Coordinator Eastman, 
having decided both that the railroads are not subject 
to N. R. A. and that they ought not to be, immediately 
launches into an address to them in an effort to induce 
them to observe the principles of the recovery act. Per- 
haps it was because he had this address in mind, or be- 
cause he had delivered addresses of similar nature pre- 
viously, that he did not, in his memorandum to Presi- 
dent Roosevelt above referred to, explain clearly that 
the coordinator act and the recovery act are entirely in- 
consistent and directed at different objectives. He does 
have the grace, however, to say that it is, perhaps, not 
strictly his official duty to bring these matters to the 
attention of the railroads and their employes, but he 
does so because he believes it will be helpful. It might 
also be helpful if he could induce every railroad man to 
join a church or the prohibition party, but why need he 
do anything that is not his function? He is the railroad 
coordinator with duties clearly defined. To tell the rail- 
roads what they might or should do to help the Presi- 
dent’s recovery program is no more his duty or privilege 
than it is that, for instance, of the Interstate Commerce 
Commission. He is only thus helping to confuse under- 
standing of the situation. How confused it already is 
even among persons who ought to understand clearly is 
well illustrated by the following, for instance: 


Postmaster General Farley, in a speech at Kansas 
City, August 31.—“It (the railroad coordinator act) in- 
cluded legislation * * * * at the same time giving full 
protection to railroad employes in their jobs.” 


It does nothing of the sort. It provides that, as a 
result of the act, railroad employment shall not be re- 
duced below the level of May, 1933, but even that pro- 
vision was inserted as a result of pressure by union labor 
and was recognized as inconsistent with the purpose of 
the law, which is economy in operation and prevention 
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of waste. The railroads are still free, on their own mo. 
tion, under the coordinator act, to reduce employment 
to any level they see fit. 

W. W. Atterbury, president of the Pennsylvania 
Railroad, in a radio talk September 3, under the auspices 
of the National Recovery Administration: 

“Industry has its N. R. A.; agriculture has the A, 
G. A.; railroads have the emergency railroad act. | 
roughly estimate at least a hundred thousand additional 
men have been given employment in that period (since 
June 1) by the railroads and that another hundred thou. 
sand can be put to work before winter if business can 
continue at its present trend. The railroads are doing 
their part.” 

Doing their part under the national recovery act or 
under the coordinator act? Is even a railroad president 
misconstruing the coordinator act as a national recovery 
measure, or has he forgotten the coordinator act in his 
enthusiasm for the national recovery scheme? Evidently 
not the latter, for-he mentions the coordinator act as the 
measure under which the railroads are doing their part 
for national recovery. He merely seems to be confused. 


NEW DISTRIBUTION SERVICE 


A new national distribution service, embracing seventeen 
warehouses located at strategic points over the country, has been 
announced by Allied Distribution, Incorporated, with headquar- 
ters in Chicago. Willis D. Leet and John D. Collier, long in 
warehousing and transportation work, are in charge of the Chi- 
cago office, and an eastern office maintained in New York is in 
charge of Frank J. Tully, formerly with National Warehousing, 
Inc. 

The new organization is intended to supply the national dis- 
tributor with a complete warehousing and distribution service, 
through member warehouses, under a single contract, and is 
still in the organization state. Those in charge have set a 
goal of some fifty responsible members scattered over the coun- 
try. A Pacific coast office is soon to be established. Only the 
most prominent warehouses are to be solicited for membership, 
according to the sponsors of the organization. 

Through this chain of associated warehouses, it is stated, a 
veritable “clinic” will be established for diagnosing vexing trans- 
portation and distribution problems of the national distributor 
and prescribing remedial measures. All the present members 
are equipped with rail sidings and, in some instances, water- 
front dockage, and fleets of trucks for serving their customers. 
The value of maintaining spot stocks at strategic locations over 
the country, under a single control, is emphasized by the new 
service as an essential of modern competitive selling. 

All the warehouses are said to be modern, well-built struc- 
tures, supplied with automatic sprinkler systems and other safe- 
guards against the hazards of fire and theft; and each so situated 
as to be easily accessible for the prompt dispatching of mer- 
chandise throughout the area served. 

“It is a well-known fact that the warehouse plays an im- 
portant part in aiding to maintain a steady flow of merchandise 
through the channels of distribution. It is generally conceded 
that having spot stocks at strategic distribution centers is a 
matter to be considered in every selling campaign,’ says the 
announcement. 

The list of warehouses already in this group includes such 
leaders in the industry as Independent Warehouses, Incorporated, 
New York City; Griswold-Walker-Bateman Company, Chicago; 
Fitz Warehouse and Distribution Company, Boston; Lederer 
Terminal Warehouse Company, Cleveland; Metropolitan Ware- 
house Company, Los Angeles; South End Warehouse Company, 
San Francisco; Larkin Terminal Warehouse Company, Buffalo; 
Central Warehouse Company, Salt Lake City; Kedney Ware- 
house Company, Minneapolis-St. Paul; St. Louis Terminal Ware- 
house Company, St. Louis; and many others. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for July 
shows 8,389 cars held overtime—a percentage of $5.64—as 
against 8,439 cars—a percentage of 05.94—for July, 1932. 
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Current Topics in 
Washington 





Gere er Ooo Oe Ore Bor See Gor Borer Ger G> 


America’s rugged individualism is get- 
ting bumps, it might be insinuated, if not 
asserted, from sources other than Nira and 
Aggi Adja (agricultural adjustment act). 
Now, there is Joseph B. Eastman, commissioner and coordinator, 
Time was when Eastman could assert rugged individualism by 
writing a dissenting view; but not now. 

When he is called in to act as a commissioner it is because 
the other ten are evenly divided. His vote breaks the tie. 
Where he votes there sits the majority. Does he change his 
mind after he has cast his first vote, he can’t signify it by 
penning a dissent. Immediately that which might have been 
intended to be the expression of a minority becomes the view 
of the majority and, therefore, the decision of the Commission. 
Eastman, acting as a commissioner, now cannot sit below the 
salt. Where he is there is the head of the table. 


As coordinator, Eastman, who is a fairly good boxer, could 
not do a double exposure negative act and make anybody be- 
lieve it to be anything other than shadow boxing. 

And his friend, Franklin D. Roosevelt, “done him this 
wrong” when he relieved him of all work as a commissioner 
except that of breaking a tie if and when one developed. There 
are some who profess to believe that Roosevelt has done sev- 
eral things of an unkind nature to rugged American individ- 
ualism. None, however, suspected he would do such an unkind 
thing as to make it impossible for Joseph B. Eastman, as a 
commissioner, to be in the minority and, therefore, in a posi- 
tion to dissent. 


Eastman on the 
Spot for Sure 


In a polite way, several men 
in Washington have been laugh- 
ing behind their hands on ac- 
count of what, to them, seemed 
the untenable position General 
Johnson ran himself into in con- 
nection with Henry Ford’s failure to sign the automobile code 
either before or after the President acted on it. The titterers 
are among those unwilling to admit that there can be really 
anything new under the sun, in the way of thought, either 
wise or foolish. 

Levity was due to the fact that nowhere in the national 
industrial recovery act can anything be found requiring a citi- 
zen to sign a code. And yet the talk was about a dead line 
when Ford would have to sign or—nobody seemed to know how 
to complete the sentence. 

The law says the President may approve a code or he may 
write one of his own if he finds practices inimical to the pur- 
pose of the recovery act, but nowhere is there anything about 
any citizen signing anything. 

Code signing is a product of a device created with a view 
to hurrying forward the era of peace and plenty supposed to 
be produced by a code. The device is known as signing an 
agreement with the President to observe certain hours of labor 
and scales of wages in advance of the approval or prescription 
of a code. Agreements of that sort were presented to Amer- 
ican business men and many signed so as to be able to display 
the blue eagle—the government’s union label; that was volun- 
tary. 

But a code is a different thing. It is the same as an act 
of Congress. No citizen is required to sign something indi- 
cating that he has accepted a statute. A code brings into effect 
the pains and penalties of the recovery statute. In many ways 
it is like a rate adjustment prescribed by the Commission. 
Nobody signs or is expected to sign anything indicating his 
assent to or acceptance of, for instance, the eastern class rate 
adjustment. All the citizen has to do is to pay the rates, if 
he is a shipper, or collect the rates, if he is a common carrier. 

But the publicity branch of the N. R. A., seemingly, got 
its wires crossed, when it thought of Ford and put out intima- 
tions as to what would happen if Ford did not sign on the 
dotted line, which would have been pertinent and to the point 


Ford Causes Some 
Sniggers Among 
Moss-backed Conservatives 
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if the effort were to induce Ford to accept a presidential agree- 
ment or, as otherwise known, a bob-tailed code. 

When the automobile industry code went into effect Sep- 
tember 5, according to lawyers accustomed to construing stat- 
utes, Ford was subject to it just the same as if Congress had 
passed a bill to that effect and the President had signed it. 
Of course, there are folks who think the whole thing is un- 
constitutional. Many thought prescription of rates by the Com- 
mission was unconstitutional in that, as they saw it, it was the 
exercise of a delegated legislative power. The courts, however, 
thought otherwise. It is, therefore, the law of the land that 
Congress can point out, in general terms, what is to be accom- 
plished and leave to others the task of saying when the facts 
that have been gathered by an administrative body bring the 
statute itself into force. Congress, many think, can ag easily 
and as lawfully designate the President as the agency to gather 
facts and declare their existence as it can create a body such 
as the Commission to do the work. Many times the Commis- 
sion has had its fingers rapped with a judicial ruler because 
it did not stay within the limits of the statute. The statute 
itself, however, has weathered all storms. 

The general idea of Congress declaring that something 
shall be done and then allowing an administrative body to de- 
termine when conditions are such as to bring the idea into 
force, is well established, judicially. Whether Congress can, 
for instance, empower an administrative agency to establish 
the retail prices of milk and cream in Chicago, raises a ques- 
tion with which the courts have not dealt. Milk and other 
commodities, up to this time, have not been regarded as the 
same as the charges of railroads for their services. Were it 
admitted that Congress could lawfully say at what prices milk 
in interstate commerce should be sold, then it might be sug- 
gested that controlling the prices of milk in Illinois would be 
a thirteenth section matter. 

Perhaps Henry Ford’s attitude will make it necessary for 
the Roosevelt administration to corrugate its brow with serious 
thought on fundamental questions. The lower courts, up to 
this time, have refused to enjoin the President’s agents, acting 
under Nira or Aggi Adja. But when the government undertakes 
to punish somebody for failing to obey a code that says at 
what price a citizen may sell his supposedly private property— 
milk, for instance—the appellate courts may give the matter 
much more serious attention than the district judges. The 
latter, because of the lambastings they have received in the 
last twenty-five years on account of their readiness to decide 
grave questions on applications for injunctions, now seem in- 
clined to shift responsibility to the higher courts. That is the 
easier way. The Senate, for instance, jabbers a bit at the 
Supreme Court, but takes the hide off district judges who 
offend it. The district judges can take life with comfort by 
sidestepping big questions in the heat of a campaign such as 
now prevails in Washington. They are only human after all. 





Another tittering into the sleeve has been 


In Oil We caused by the determination of Secretary Ickes, 
Ave Gack petroleum administrator, to go no farther at 

this time when declaring the quantity of crude 
to 1930 petroleum that should be produced. Price fix- 


ing has made him recoil. 

Estimating the amount of crude petroleum that should be 
produced was a task performed by the Federal Oil Conserva- 
tion Board as far back as 1930. That board, in some of its 
estimates of consumption and the production required to meet 
it, went so far as to say how much each of the producing states 
should contribute. At other times it did not go so far as to 
say how much each state should produce. 

The Federal Oil Conservation Board, created by President 
Coolidge in 1925 (without the scratch of a pen by Congress), 
was abolished soon after this administration came into power, 
also without the scratch of a pen by Congress. Seemingly, it 
was not needed last March. Its abolition is a reminder of the 
story of a young woman from the deep south who matriculated 
at a college in Massachusetts. They showed her the room in 
which she was to live and invited her to say what should be 
taken out of it. 

“You can take that out just as soon as you are ready,” 
said she disdainfully, pointing at a radiator. 

When Harold L. Ickes became Secretary of the Interior he 
saw no more use for that board than the young woman from 
the deep south saw for that homely radiator. So he threw it 
out of his department. Now it is back again. But, instead of 
being composed of four cabinet officers, it is composed of 
twelve representatives of the petroleum industry and three 
representatives of the government. The new body will be more 
expensive than the old one. However, it will have power to 
enforce its ideas as to how much oil should be taken from the 
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ground. The old board could merely give advice and hope that 
the states would restrain themselves. 


A suggestion that restoration of beer 
in the United States had resulted in a 
reduction in the tourist traffic to Montreal, 
Canada (see Traffic World, August 12, p. 
249), does not click with the view of 
H. A. Laird, traffic manager of the Chi- 
cago Tribune. He took a vacation tour to Montreal this sum- 
mer. Being interested in the question as to the why of the 
falling off in tourist traffic to that interesting metropolis of 
French Canada, he asked many questions. 

His conclusion, drawn from the answers, is that restoration 
of beer in the United States accounts for only one-fourth of 
the falling off. Another fourth is attributed to the depression. 
The other two-fourths are attributed by him to the Century 
of Progress at Chicago. Folks living south of the line, it is 
his idea, determined on trips to Chicago as substitutes for trips 
they had hitherto been taking to the territory of the northern 
neighbor.—A. E. H. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first seven 
months of 1933 had a net railway operating income of $216,- 
740,345, which was at the annual rate of return of 1.64 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
seven months of 1932, their net railway operating income was 
$120,900,560, or 0.91 per cent on their property investment. 

In its statement setting forth compilations from carrier 
reports the bureau said: 


Why Tourist 
Traffic to Canada 


Has Decreased 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

This compilation as to earnings for the first seven months of 
1933 is based on reports from 149 Class I railroads representing a 
total of 241,147 miles. 

Gross operating revenues for the first seven months of 1933 totaled 
$1,708,940,892 compared with 1,818,703,533 for the same period in 1932, 
a decrease of six per cent. Operating expenses for the first seven 
months of 1933 amounted to $1,263,853,252 compared with $1,456,699,260 
for the same period in 1932, a decrease of 13.2 per cent. 

Class I railroads in the first seven months of 1933 paid $157,602,694 
in taxes compared with 170,009,494 for the same period in 1932, a 
decrease of 7.3 per cent. For the month of July alone, the tax bill 
of the Class I railroads amounted to $23,504,639, a decrease of $368,304 
under July, 1932. 

Forty-five Class I railroads failed to earn expenses and taxes 
in the first seven months of 1933, of which eleven were in the Eastern, 
nine in the Southern and twenty-five in the Western District. 

Class I railroads for the month of July alone had a net rail- 
way operating income of $64,309,929, which, for that month, was at 
the annual rate of return of 2.75 per cent on their property invest- 
ment. In July, 1932, their net railway operating income was $11,287,- 
720 or 0.48 per cent. 

Gress operating revenues for the month of July amounted to 
$293,714,774, compared with $235,332,794 in July, 1932, an increase of 24.8 
per cent. Operating expenses in July totaled $194,911,945 compared with 
$189,814,609 in the same month in 1932, an increase of 2.7 per cent. 

Eastern District 


Class I railroads in the eastern district for the first seven months 
in 1933 had a net railway operating income of $140,541,186, which was 
at the annual rate of return of 2.12 per cent on their property invest- 
ment. For the same _— in 1932, their net railway operating income 
was $102,958,976 or 1.56 per cent on their property investment. Gross 
operating revenues of the Class I railroads in the eastern district for 
the first seven months of 1933 totaled $874,880,381, a decrease of 6.9 
per cent below the corresponding period in 1932, while operating 
expenses totaled $621,274,129, a decrease of 13.8 per cent under the 
same period in 1932. 

Class I railroads in the eastern district for the month of July 
had a net railway operating income of $35,732,133 compared with 
$9,749,160 in July, 1932. 

Southern District 

Class I railroads in the southern district for the first seven months 
of 1933 had a net railway operating income of $33,214,538, which was 
at the annual rate of return of 1.80 per cent on their property invest- 
ment. For the same period in 1932, their net railway operating 
income amounted to $6,270,904, which was at the annual rate of return 
of 0.34 per cent on their property investment. Gross operating 
revenues of the Class I railroads in the southern district for the 
first seven months in 1933 amounted to $225,249,886, an increase of 
0.3 per cent above the same period in 1932, while operating expenses 
totaled $166,894,259, a decrease of 12.9 per cent. 

Class I railroads in the southern district for the month of July 
had a net railway operating income of $7,166,259 compared with an 
operating deficit of $1,230,845 in July, 1932. 


Western District 


Class I railroads in the western district for the first seven months 
of 1933 had a net railway operating income of $42,984,621, which was 
at the annual rate of return of 0.90 per cent on their property invest- 
ment. For the same seven months in 1932, the railroads in that district 
had a net railway operating income of $11,670,680, which was at the 
annual rate of return of 0.24 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the western dis- 
trict for the first seven months’ period in 1933 amounted to $608,810,625 
a decrease of seven per cent under the same period in 1932, while 
operating expenses totaled $475,684,864, a decreas of 12.7 per cent 
compared with the same period in 1932, 
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For the month of July alone, the Class I railroads in the wester 
district reported a net railway operating income of $21,411,537, The 
same roads in July, 1932, had a net railway operating income of 


$2,769,405. 
CLASS I RAILROAD—UNITED STATES 
Month of July 
Increa; 
1933 1932 Per Cent 

Total operating revenues......... $ 293,714,774 $ 235,332,794 24,8 
Total operating expenses........ 194,911,945 189,814,609 2.7 
ees herr 23,504,639 23,872,943 *15 
Net railway operating income.... 64,309,929 11,287,720 469.7 
Operating ratio—per cent......... 66.36 80.66 
Rate of return on property invest- 

BRN 16.5 4.4eenddenGanen<tupadess 2.75% 0.48% 

Seven Months Ended July 31 

Total operating revenues........ $1,708,940,892 $1,818,703,533 * 6.0 
Total operating expenses......... 1,263,853,252 1,456,699,260 *13.9 
EE i ss aie endear Sie. cs wisdom eer ee 157,602,694 170,009,494 * 73 
Net railway operating income.... 216,740,345 120,900,560 79.3 
Operating ratio—per cent........ 73.96 80.10 
Rate of return on property invest- 

Sere ee hr irery errors 1.64% 0.91% 

*Decrease. 


RATE-ROUTE CONFLICT CASES 


The Traffic World Washington Bureau 


Commission men dealing with controversies between ship- 
pers and carriers arising out of conflicts between the rates and 
routes inserted in bills of lading by shippers are unable to 
see much if any change in the routine of handling such matters 
as the result of the alleged determination of railroads to deal 
with such controversies on the basis of the decision of the 
federal court for the northern district of Ohio, eastern divi- 
sion, in Wheeling & Lake Erie Railway Co. vs. Standard En- 
velope Manufacturing Co. Shippers have been advised un- 
officially that the official territory lines will use the decision 
in that case as their guide in handling disputes between them- 
selves and shippers arising from the dispatch by them of goods 
as routed by shippers regardless of the fact that the rates 
inserted by the shippers were not the rates applicable over the 
routes designated. 

In that case District Judge Jones held that the rate applic- 
able over the route of the movement was the one which should 
be collected by the carrier. Commission men who handle such 
matters have no quarrel with the judge’s decision. However, 
the Commission has been handling controversies of that sort on 
the theory that if a carrier forwarding freight on a bill of 
lading showing a conflict of rate and route did not use the 
cheaper route, it was guilty of misrouting. In some cases the 
Commission has held the higher rate unreasonable. In either 
event the carrier, by reason of its failure to inquire which the 
shipper wanted, the rate or the route, has had to refund to 
the basis of the lower rate. 

It is suspected that if the railroads insist upon the collec- 
tion of the rate applicable to the route of movement and do not 
ask permission, on the special docket, to refund the difference 
shippers will be required in each instance to file a complaint 
with the Commission either on the formal or informal docket. 


CHICAGO SWITCHING RATES 


The South Chicago Coal & Dock Co. has asked for a re- 
opening, reconsideration and setting aside of the Commission’s 
order, dated July 3, in No. 19610, switching rates in the Chicago 
switching district, in so far as that order requires increases in 
the rates on bituminous coal. The petitioner contends, among 
other things, that the order in so far as it relates to coal, is 
without foundation in the record. It contends that the failure 
of the Commission to make a finding under section 13 that the 
rates on coal in the district constitute unjust discrimination 
against interstate commerce makes the order absolutely void. 

The petitioner says it would like to ship coal by rail from 
its South Chicago dock to all points in the district. It said 
that it had made an effort to make rail shipments but that the 
cost was too high. It said that if there was no movement of 
coal under the present state rates because the rates were too 
high, the Commission could make no finding that such rates 
were an undue burden on interstate commerce. To increase 
them, it added, would not result in an increase of the revenues 
of the carriers. 


LOANS TO RAILROADS 


The Reconstruction Finance Corporation’s report for August 
shows that it has made loans to railroads totaling $381,312,- 
801.51. It also shows that railroads have returned to it $50,- 
184,352.96. 

The Vicksburg Bridge & Terminal Co., in Finance No. 10132, 
has asked the Commission to approve a loan to it from the 
R. F. C. of $3,250,000. The loan is to be used to pay off $3,000,000 
of bonds and the remainder is to be used in constructing an 
iron and concrete trestle to replace a wooden trestle, 
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INTRASTATE EMERGENCY CHARGES 


ig No. 25135, increases in intrastate freight rates, part : # 
Montana, the Commission, by division 2, in a supplemental 
report has modified the prior report and order, 186 I. C. C. 
615, excepting therefrom the intrastate transportation of zinc 
dross from Anaconda to Black Eagle, Mont. At the same time 
the Commission issued an order reopening the proceeding so 
that the modification might be made. 


Kentucky 


In No. 25135, part 4, Kentucky, in a supplemental report, 
by division 2, the Commission has modified its prior report 
so as to except therefrom heading and stave bolts, stave billets, 
rough; heading, rough sawed; and staves, rough sawed, listed 
or planed, from and to points in Kentucky. An order reopen- 
ing oe proceeding so that the modification might be made was 
entered. 

In another supplemental report in No. 25135, part 4, Ken- 
tucky, the Commission, by division 2, modified the prior report 
and order to except therefrom crushed stone, from Mount 
Vernon, Mullins, and Yellow Rock, Ky., to Ravenna, Stanford, 
Berea, Fort Estill, Silver Creek, and Paint Lick, Ky. An order 
reopening the proceeding so that the modification might be 
made was entered. 

West Virginia 

In a supplemental report in No. 25135, part 13, West Vir- 
ginia, the Commission has modified its prior report and order, 
191 I. C. C. 351, to except therefrom molding sand, from Cassity 
to Elkins, W. Va. An order reopening the proceeding so that 
the modification might be made was entered. 


Ohio 


In No. 25938, surcharges on intrastate traffic within the 
state of Ohio, by supplemental report, the Commission by divi- 
sion 2, has modified the prior report and order to except there- 
from coke (except petroleum coke), coke breeze, coke dust, and 
coke screenings, from Warren to Youngstown, O. An order was 
sagen reopening the proceeding so that the modification might 

e made. 

In No. 25938, surcharges on intrastate traffic within the 
state of Ohio, by another supplemental report, the Commission, 
by division 2, has modified its prior report and order to except 
therefrom cast iron pipe, case iron pipe with prepared joints, 
cast iron pipe in mixed carloads with pipe fittings, Addyston to 
Cleveland, O., and of crushed stone, agricultural limestone (un- 
burned), and agricultural limestone screenings in bulk, from 
McVittys, O., to other points in Ohio. An order was entered 
eee the proceedings so that the modification might be 
made, 


COMMISSION REPORTS 
Oyster Shells 


Fourth section applications Nos. 15010 and 15155, oyster 
Shells and dust in the south. By division 2. Parties to Speiden’s 
I. C. C. No. A-725 (J. H. Glenn series), except the Tennessee 
Central Railway Co.,. authorized in fourth section order No. 
11351, to establish and maintain rates, oyster shells and oyster 
shell dust, between points in southern territory without observ- 
ing the long and short haul part of section 4, subject to cir- 
Cuity limitations and subject to the inclusion in the tariff of 
a general rule similar to the rule authorized in Brick and Clay 
Products in the South, 113 I. C. C. 380. 


Livestock 


Fourth section. applications Nos. 14881 and 14935, livestock 
from and to California. By division 2. A. T. & S. F. author- 
ized in fourth section order No. 11352 to establish and main- 
tain rates on cattle, calves, hogs, sheep and goats over its 
circuitous lines between Phoenix and Litchfield, Ariz., Deming, 
N. M., and El Paso, Tex., on the one hand and San Diego and 
National City, Calif., on the other, the same as but not lower 
than the present rates over the direct lines or routes, subject 
to circuity and combination limitations. 


Anthracite Coal 


_ No. 24320, Baltimore Coal Exchange et al. vs. Baltimore & 
Ohio et al., and No. 24653, John P. Agnew & Co., Inc., et al. 
vs. Same. By division 5. Dismissed. Report written by Com- 
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missioner Brainerd. Rates, anthracite coal, mines in the Wyom- 
ing, Lehigh and Schuylkill regions in Pennsylvania to Baltimore, 
Md., and related points and to Washington, D. C., and related 
points not shown to have been or to be unreasonable or other- 


wise unlawful. Establishment of additional joint rates, anthra- 
cite coal, from mines in the Lehigh and Wyoming regions to 
Baltimore and related points not shown to be necessary in 
the public interest. Commissioner Porter, dissenting, expressed 
the opinion that the joint rates assailed from the Schuylkill 
region had been shown to be unreasonable at least to the extent 
they exceeded or might exceed $3.02 to Washington and $2.77 
a gross ton to Baltimore on prepared sizes. He expressed the 
belief that rates from the Lehigh and Wyoming regions should 
have been found unreasonable to the extent they might exceed 
by more than 13 cents a gross ton the rates he suggested from 
the Schuylkill region to Baltimore and Washington. 


Packing House Products 


Fourth section application No. 14487, packing house products 
from Louisville, Ky., and fourth section application No. 14982, 
packing house products from central territory. By division 2. 
On further consideration. Relief from the long and short haul 
part of the fourth section with respect to rates on packing 
house products, including lard, lard substitutes and vegetable 
oils, carloads, from Louisville, Ky., and intermediate origins, to 
destinations in southwestern territory, granted in fourth section 
order No. 11072 (188 I. C. C. 573), affirmed. Relief which has 
been affirmed was granted on the basis of 10 cents over the 
rates from St Louis, Mo., subject to the circuity limitations of 
50 and 33 1-3 per cent. Original order amended by supplemental 
fourth section order No. 11072 with respect to rates on like 
commodities from Evansville, Terre Haute, and Indianapolis, 
Ind., and Cincinnati, Ohio, to points in southern Kansas, south- 
ern Missouri, and eastern New Mexico. 


HOCH-SMITH GRAIN HEARING 


The greater part of this week at the Hoch-Smith grain hear- 
ing, docket 17000, part 7, before Examiners Mackley and Hall, 
in Chicago, was taken up by representatives of the St. Louis 
market. A. T. Sindel, traffic commissioner, Merchants’ Exchange 
of St. Louis, put in the main case, and he was supported by a 
number of commercial witnesses. 

Mr. Sindel started out with a discussion of the adjustment 
from Iowa to St. Louis, with particular reference to the relative 
adjustment from there to Chicago. He proposed an entirely 
new adjustment to St. Louis, basing that largely on the com- 
petitive relationship between St. Louis and Chicago and the 
distances involved. He expressed dissatisfaction with the rates 
resulting from the Commission’s order in docket 15511, which, 
he said, resulted in eliminating St. Louis from the picture, so 
far as its ability to draw grain from northern Iowa was con- 
cerned. He was equally opposed to the decision of the commis- 
sion in this case, in go far as it resulted in increasing the rates 
on coarse grain from Iowa to St. Louis, pointing out that corn 
was the principal Iowa grain crop. Among other things, his 
proposed adjustment provided for breaking the three general 
origin groups now maintained on traffic to St. Louis and Chi- 
cago into nine major groups, with the rates to St. Louis re- 
flecting its relative mileage advantage as against Chicago. 

As to the Illinois adjustment, he asked that the rates to 
St. Louis be made, generally speaking, on a comparable basis 
with the so-called lake proportionals applying to Chicago, dis- 
tance considered. He asked for continuation of the present 
through rates from Illinois, via St. Louis, to the south, the 
through rates being made by adding the inbound local rates 
and the balance of the Omaha proportionals south of St. Louis. 
He was opposed to any limitation of transit, but said that, if 
there had to be a limitation, not less than three transits should 
be allowed. Further, he held, there should be no charge for 
storage and no limitation on inspections. 

The other St. Louis witnesses were Paul Marshall, presi- 
dent of the Hall Milling Company; P. C. Knowlton, Knowlton 
Grain Company, and W. J. Klosterman, member of the Mer- 
chants’ Exchange of St. Louis. They appeared to give com- 
mercial testimony in support of Mr. Sindel’s proposals. Mr. 
Marshall particularly emphasized the need for transit on the 
part of the miller at St. Louis on grain originating in Kansas, 
on the grounds that otherwise he could not reach destination 
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territory at the same transportation cost as the miller in Kan- 

: sas. He also complicated the commercial picture with the in- 

troduction of a new factor, so far as the already extensive 

record in the case was concerned. That had to do with the 

‘ miller’s code under consideration in connection with the N.R.A. 
That code, as he explained it, provides that all millers, large 
or small, are bound to observe a minimum conversion cost (cost 
of changing the grain into flour), which, he said, would tend to 
emphasize freight rate disparities. 

Something of a departure from routine was introduced by 
J. L. Bowlus, manager of the transportation department, Grain 
and Stock Exchange, Milwaukee. He was on the stand less than 
half a day, relying mainly on testimony introduced in the orig- 
inal proceeding. He had no contention to make with respect 
to the inter-market proportional rates, saying that he thought 
the matter had been adequately covered. In general he ex- 
pressed himself as approving the decision in the case, with spe- 
cific reference to the absolute rate-break on the markets. He 
did object to the limitation of free transits to two, contained 
in that decision, saying that, at the most, such a limitation 
should be confined to single line movement. He held that the 
subject of transit should be omitted from the proceeding, and, 
if necessary, made the subject of a special investigation. 

Charles R. McClave, president of the Montana Flour Mills 
Company, Great Falls, Mont., appearing for the Millers’ National 
Federation, outlined a case supporting a single basis of rates 
for wheat and flour. Higher rates for flour than applied to 
grain, he said, would have the effect of shifting the milling 
industry into consuming territory and destroy the investment 
of millers in the central and western part of the country. That 
investment, he pointed out, had been made with the sanction 
of the Commission, under decisions in past rate cases. 

The case of the feed manufacturer was presented in an 
hour and a half by Ralph M. Field, executive vice president 
and traffic manager, American Feed Manufacturers’ Association. 
That also occasioned some comment—the hour and a half. He 
was particularly anxious that the Commission approve the Boyd 
tariff containing the basis for charges on mixed feeds made in 
transit, with a few exceptions as to the provisions of that tariff. 
He asked that the tariff be approved, but not prescribed, leav- 
ing the carriers free to make necessary adjustments. Transit 
should not be limited to two operations, he held, and there 
should be no limitation on inspection. 

Casual estimates indicated that the export phase of the 
case would not be reached before week after next, and that 
the hearing would not be concluded long before the end of the 
month, if any. 


REFRIGERATION CHARGES 


The prospect of the Chicago hearing in docket 20769, in re 
charges for protective service for perishable freight, before 
Examiner Sharp, ending this week, gradually dimmed and then 
faded out ag cross-examination of carrier witnesses and direct 
testimony of the shippers proceeded. (See Traffic World, Sep- 
tember 2, p. 381.) More than half of the week was taken up 
by the testimony of a single witness appearing for the packers, 
Gilbert Ford, assistant to the traffic manager of Swift and Com- 
pany. His testimony was interrupted from time to time to allow 
further cross-examination of the carriers, on the evidence intro- 
duced by them as to icing costs at the 2,200 stations of the 
country, as the witnesses became available. That part of the 
hearing was virtually completed as the week drew to a close, 
but the bulk of the shipper testimony was yet to go in. Some 
ten or twelve shipper witnesses were expected to follow Mr. 
Ford on the stand, dealing with the icing charges assessed 
under section 4 of Dearborn’s perishable protective tariff No. 5. 
Carriers are seeking an increase in those charges, which apply 
to shipments of fresh meats, packing house products and dairy 
products. They vary with the service accorded, in contrast to 
the so-called standard refrigeration charges, a stated amount 
a car, applicable to shipments of fruits and vegetables. 

Leroy S. Price, examiner of the Commission’s bureau of 
accounts, has yet to introduce additional evidence outlining the 
results of special studies conducted by him, and carrier rebuttal 
testimony was scheduled for this hearing. However, it was 
suggested as possible that the hearing would be adjourned some 
time the middle of next week to allow a breathing space before 
the opening of the hearing in Washington, announced for Sep- 
tember 18. The Washington hearing was originally intended 
only for the receipt of testimony on the valuation phase of the 
case, but, in the event of ajournment of the Chicago hearing 
before the testimony on the section 4 phase is completed, that 
will likely be concluded at the Washington hearing also. 

Mr. Ford’s testimony was on behalf of all the packers and 
was generally intended to distinguish between the kind of serv- 
ice required for their shipments, as contrasted with that re- 
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quired by the fruit and vegetable traffic. He testified ag ty 
icing instruction issued by the packers for their shipments of 
meats and dairy products, the types of refrigerator cars used, 
and many other matters surrounding the handling of the traffic 
Cars used by the packers, according to his testimony, are smaller 
than those used by the fruit and vegetable shipper, and are 
equipped with brine tanks. The capacity of the brine tanks 
was given as not in excess of 5,800 pounds, as compared to 
bunker capacities of from 10-12,000 pounds for the cars use 
by the fruit and vegetable traffic. 

He also presented considerable testimony on the use of 
refrigerator trucks by the packers, describing the equipment 
and the service afforded, to show the competition the railroads 
faced from that source. He held that the railroads were mis. 
guided in their efforts to obtain greater revenue from the traffic 
through increasing the refrigeration charges. A number of 
voluminous exhibits were introduced showing rates applicable 
to the packer shipments in the territory extending from Chicago 
to the Pacific coast, purporting to demonstrate that freight rates 
alone, on the packer traffic, produced greater revenue than 
rates plus refrigeration charges applicable to the fruit and vege. 
table traffic. His exhibits included testimony of carrier wit- 
nesses in previous cases in which, he said, they had justified 
the level of rates partly on the basis of the contention that 
something should be included for hauling ice in the bunkers 
of the refrigerator cars. Extracts from about fifty Commission 
decisions on that point were also presented. The decisions 
went all the way back to 1893, covering the movement of meats 
and dairy products, and, according to Mr. Ford, consistently 
showed that the cost of hauling ice in the bunkers of refrigerator 
cars had been relied on by the carriers in support of the rates 
charged. All of that, he held, was opposed to the effort of 
the carriers to obtain the full cost of the icing services in addi- 
tion to the rates. 

In rebuttal of carrier testimony as to the cost of the icing 
service, he pointed out that the evidence showed differences of 
as much as twenty dollars a ton in the ice costs set up by 
different carriers at the same points. 

The only other direct testimony introduced this week was 
that of Fred Pettijohn, of the Florida commission, and had 
to do with what he called extra train costs due to the haulage 
of ice. 


PETITIONS FOR REHEARING, ETC. 


No. 25604, Missouri Valley Bridge & Iron Co. vs. C. St. P. M. & 
O. et al. Complainant asks for reconsideration by entire Commis- 
sion ee record as made. 

23606, Memphis Freight Bureau et al. 
& evento Cea. tal.Tt. &€ PF. & Xx. 0. & 
ask for vacation of section 3 
opening. 

No. 22426, In the matter of rates and minimum weights on metal 
containers, and I. & S. 3297, In the matter of classification ratings and 
minimum ‘weights on empty cans and steel barrels or drums in offi- 
cial territory. Steel Barrel Manufacturers Council, successor to Steel 
a Manufacturers Institute, one of the parties, asks rehearing. 

No. 22426, In the matter of — and minimum ‘weights on metal 
containers. Geuder, Paeschke & Frey Co. and Steel Package Manu- 
facturers Institute, parties to this proceeding, ask for a rehearing. 

No. 25261, Superior Zinc Corporation vs. Pennsylvania et al. Com- 
plainant asks reconsideration and reargument before full Commission. 

No, 24995, Fairchild Clay Products Co. vs. A. T. & S. F. et al. 
Complainant asks reconsideration and/or oral argument and reconsid- 
eration, by full Commission. 

No. 25139 and Sub. 1 and 2, Frank Zimmerman vs. M. P. et al. and 
No. 25137, Same vs. C. & N. W. et al. Complainants ask reconsidera- 
tion and modification. 

No. 25050, Red Star Milling Co. vs. A. T. & S. F. et al. 
plainant asks reopening, reargument, 
Commission. 

No. 25938, Surcharges on intrastate traffic within the state of 
Ohio. Carriers ask modification of orders te permit them to publish 
rates on agricultural limestone, crushed stone, crushed stone screen- 
ings, sand, gravel and slag, in carloads, in open top equipment, be- 
tween points in Ohio by making changes in commodity rates and 
establishing new commodity rates where found necessary, subject to 
surcharges. 

No. 23756, Albers Bros. Milling Co. vs. S. P. Co. Complainant asks 
reconsideration, reopening to take further evidence and oral argument. 

No. 23960, . = Archer et al. vs. A. T. & S. F. et al. Defend- 
ants ask modification or rescission of order dated August 12, 1933. 
awarding reparation. 

No. 21993, Midwest Coal Traffic Bureau vs. A. V. I. et al., and 
cases grouped therewith. Defendants ask for modification of Com- 
mission’s findings and order. 

No. 21999, West Coast Lumbermen’s Association and Western 
Pine Manufacturers’ Association vs. A. C. & Y. et al., and cases 
grouped therewith. Complainants ask reconsideration of their reti- 
— for reargument, which was denied by the Commission July 24, 

No. 22946, Kansas Flour Mills Corporation vs. A. & S. et al. 
Complainant asks reopening and reconsideration by entire Commis- 
sion upon record as made, 

Nash Co. vs. C. & A. et al. 


vs. Louisiana Railway 
& A., and K, C. §., 
order or for reconsideration and re- 


Com- 
and reconsideration by full 


Complanant 


0. 24633, Vineland Farmers’ Exchange et al. vs. Pennsylvania 
et al. Defendants ask reargument before the whole Commission. 
No. 25119, Cromar Co. vs. A. C. L. et al. 
rehearing. 
No. 25510, Hickory Clay Products Co. vs. 
plainant asks a rehearing. 
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Proposed Reports in I. C. C. Cases 





PROPOSED STONE ADJUSTMENT 


RECASTING of a large part of the stone rate adjustment 

east of the Rocky Mountains is proposed by Examiner G. H. 
Mattingly in I. and S. No. 3130, southwestern rates, part 11, 
stone, and the cases joined with it. He proposes that rates 
on natural and cast stone be made percentages of first class, 
crushed stone, grout, rubble, riprap and similar articles being 
excluded from the adjustment. In other words, the new body 
of rates would apply only to those natural or cast stone articles 
used in the construction of buildings by being set in mortar. 

While more than a score of suspension and formal docket 
cases are covered by the report, the two principal cases covered 
by the Mattingly recommendations are I. and S. No. 3130, part 
11, and I. and S. No. 3479, stone, granite or marble, to, from 
and between points in southern territory. 

The first mentioned is the outgrowth of the attempt of the 
carriers, following the decision of the southwestern revision, 
to cancel all carload commodity rates on stone within and to 
the southwest and permit the class rates then established to 
apply, on this building stone. That cancellation was suspended. 
The proceeding, Mattingly says, does not cover rates from the 
southwest to other territories, nor import, export and coastwise 
traffic, nor traffic between points east of the Indiana-Illinois line, 
on the one hand, and points in Kansas and Missouri, on the 
other. 

In I. and S. No. 3479 the Commission suspended a revision 
of the carload and less-than-carload rates on stone within south- 
ern territory and between southern and other territories where 
class rates were prescribed in the southern revision, after 
denial of the carriers’ general fourth section application by 
fourth section order No. 10300. Revision of rates to, from, and 
within Carolina territory was deferred pending determination 
of the class rate adjustment in North Carolina Corporation 
Commission vs. A. C. & Y. et al. No. 21665, now pending. 


The proceeding, Mattingly said, included other investiga- 
tion and suspension cases and many formal complaints rang- 
ing from reparation cases involving the rates from and to in- 
dividual points to proceedings of wide scope presenting attacks 
upon territorial and interterritorial adjustments and relations. 

This report also embraces I. and S. No. 3479, stone, granite 
or marble, to, from and between points in southern territory; 
I. and S. No. 3584, stone in Arkansas and Oklahoma; I. and S. 
No. 3745, granite and marble, New England to the west; I. and 
S. No. 3786, stone, Bedford, Ind., district to Illinois and Mis- 
souri; No. 19656, James O’Meara and Cut Stone Contractors 
of Washington, D. C., vs. B. & O. et al.; No. 22959, Stone Moun- 
tain Granite Corporation et al. vs. Southern et al.; No. 23610, 
Vermont Marble Co. vs. B. & A. et al.; No. 23610, Sub-No. 1, 
Vermont Marble Co. vs. D. & H. et al.; No. 23610, Sub-No. 2, 
Vermont Marble Co. vs. D. & H. et al.; No. 23673, Vermont 
Marble Co. of Texas et al. vs. A. G. S. et al.; No. 23683, H. E. 
Fletcher Co. et al. vs. B. & M. et al.; No. 24037, National Granite 
Commission vs. A. & R. et al.; No 24096, Acme Cut Stone Co. 
et al. vs. B. & O. et al.; No. 24304, Hildreth Granite Co. vs. 
B. & M. et al.; No. 24304, Sub-No. 1, Hildreth Granite Co. vs 
Atlantic City Railroad et al.; No. 24349, Indiana State Chamber 
of Commerce vs. A. & W. et al.; No. 24429, Rockwood Alabama 
Stone Co. vs. G. & S..I. et al.; No. 24600, the Cast Stone Insti- 
tute vs. A. & W. et al.; No. 24891, Victor Oolitic Stone Co. vs. 
C. I. & L. et al.; No. 24892, Alberene Stone Co. vs. A. & R. Co. 
et al.; No. No. 25073, Cold Springs Granite Co., Inc., vs. A. T. 
& S. F. et al. 

In summing up his report, Examiner Mattingly said that 
natural stone, other than crushed stone, grout, rubble and 
riprap and similar articles, the transportation of which, in car- 
loads, was covered by this proceeding should be divided into 
four groups designated, respectively, paving, rough, dressed, and 
carved, with a minimum of 50,000 pounds for the paving, rough, 
and dressed stone group and 40,000 pounds for the carved group, 
and also with a provision covering the charges on mixed carloads 
of stone in the dressed and carved groups. 

Cast stone which Mattingly said should be so designated by 
name in the tariffs and classification should be included in the 
same groups with natural stone of corresponding finishes subject 
to the same carload minima and mixed carload provision. 

The examiner said that reasonable carload rates on the 
traffic described embraced within the four groups before men- 
tioned, in official territory, might equal but should not exceed 
the following percentages of the first class rates: 20 per cent 








on the paving group, 22.5 per cent on the rough group, 27.5 
per cent on the dressed group, and 35 per cent on the carved 
group; and that the maintenance of a relation between the rates 
on rough and dressed limestone less favorable to rough stone 
than would result from the application of the bases mentioned 
would be unduly prejudicial and preferential in violation of the 
third section. 

Examiner Mattingly said that the carriers had justified, 
under section 1, their proposals for carload rates to, from and 
between points in southern territory made the following per- 
centages of first class: 15 per cent on the paving group, 17.5 
per cent on the rough group, 22.5 per cent on the dressed group, 
and 30 per cent on the carved group. He said, however, that 
their proposals would have to be modified to some extent to 
overcome third section objections. 

Southwestern lines, the examiner said, had justified their 
proposals as to carload rates within and to southwestern terri- 
tory on the following percentages of first class: 17.5 per cent 
on the rough group, 22.5 per cent on the dressed group and 30 
per cent on the carved group. He said, however, that they 
should make rates on the paving group not greater than 15 
per cent of first class. 

As to rates from official territory to western trunk line 
territory, the examiner said the basis should be not in excess 
of the following percentages of first class rates: 17.5 per cent 
on the paving group, 20 per cent on the rough group, 25 per 
cent on the dressed group and 30 per cent on the carved group. 
He added that a relation between the rates on rough and 
dressed limestone at least as favorable to the rough stone as 
would result from application of the percentages mentioned, 
must be observed. Fourth section departures at the border, he 
said, should be avoided by observing the rates to official terri- 
tory border points as minima. 


Examiner Mattingly said that reasonable carload rates from 
official territory to southern Missouri should be on the same 
bases as recommended to western trunk line territory in con- 
nection with first class rates to Missouri B-1 and B-2 territories 
as described in Interstate Rates in Missouri, 181 I. C. C. 259 and 
185 I. C. C. 68, made under the western trunk line formula for 
constructing rates to Zones 2 and 3, respectively; provided that 
groupings and key point rates similar in character to those pro- 
vided for application in connection with rates to Zones 2 and 3 
might also be employed in connection with the rates to southern 
Missouri, 

The examiner said the rates from official territory to the 
eastern part of Canada were in need of revision. His idea was 
that the Commission should suggest that such rates be revised 
in appropriate relation to the bases which it was proposed to 
approve herein for application within official territory. 

A reasonable basis of rates on crushed stone, grout, rubble, 
riprap and similar products from West Chelmsford, Mass., and 
South Milford, N. H., to destinations in trunk line and New Eng- 
land territory, the examiner said, should not exceed 10 per cent 
of the first class rate. 


The examiner said the Commission should find that the 
defendants had justified their proposals to apply class rates to 
the less-than-carload stone traffic under consideration but that 
the application of sixth class rates to such traffic within, to 
and from the south as advocated by the Southern Railway would 
not result in undue prejudice. 

With regard to questions about the rates on rough stone 
from quarries in the Bedford, Ind., district to mills in that dis- 
trict and to mills at Indianapolis, Ind., the examiner said that 
the Commission should say that they were intrastate rates and 
not subject to its jurisdiction. Consideration of allegations of 
violations of section 13, Examiner Mattingly said, should be 
deferred in order to give the defendants an opportunity to have 
the bases proposed for interstate application made applicable to 
intrastate traffic. He said that reparation should be denied 
but that overcharges mentioned in the report should be required 
to be refunded with interest. He said that any outstanding 
orders in previous cases which were in conflict with the conclu- 
sions proposed should be modified so as to remove the conflict. 

The railroads, Examiner Mattingly said, presented a prac- 
tically united front in supporting the proposals of the different 
groups of carriers operating in the various territories covered 
by the proceeding. He said there were relatively few differences 
among the carriers. 

Among the complainants, however, he said, there were many 
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wide and irreconcilable diversities of position so it was probably 
safe to say that, collectively, the magnitude and intensity of the 
controversies within the stone industry were as great as, if not 
greater, than those between the industry as a whole and the 
railroads. For instance, he said, nearly every separate interest 
proposed a different rate level, Producers in the north contended 
for a lower rate level intraterritorially than from the south to 
the north, while southern producers insisted upon a mile-for-mile 
equality. Some producers, and many fabricators of stone located 
at points outside of the producing districts, he said, sought a 
substantial spread between the rates on rough and finished stone, 
whereas other producers who also operated fabricating plants 
contiguous to the quarries sought to have this spread held 
to a minimum. 


EX-RIVER OHIO COAL RATES 


With a view to giving effect to the policy of Congress, ex- 
pressed in section 500 of the transportation act of 1920, to 
foster and preserve rail transportation, Examiner R. N. Trezise, 
in I. and S. No. 3282, coal, bituminous, ex-river, from Colona and 
Conway, Pa., to Youngstown, O., andI. and S. No. 3619, ex-Ohio 
river coal to Cleveland, Lorain and other Ohio points, has recom- 
mended a substantial increase in the ex-river rates approved 
by the Commission in these cases, which became effective July 
16, 1932. 

So great has been the diversion of coal from the all-rail 
routes, by reason of the ex-river rates established by the rail- 
roads upon the level fixed by the Commission, that Trezise 
proposes increases based upon an invocation of the part of 
the law which carriers by water, since 1920, have often in- 
voked in their own behalf. The railroads, in this further hear- 
ing on the cases mentioned, suggested ex-river rates on the 
basis of the all-rail rate structure. 

“The record,” says the Trezise report, “fully establishes 
that the maintenance of the present ex-river rates has not 
contributed to the policy of Congress to foster and preserve rail 
transportation as indicated, particularly by the substantial di- 
version of coal traffic to the barge-and-rail routes. These rates 
have caused a disruption of the rate adjustment in this ter- 
ritory. The record amply affords a basis for finding that the 
present ex-river rates jeopardize the revenues of the rail car- 
riers and that the ex-river rates should be higher than those 
now in effect but should not be raised to the all-rail basis. 
The former findings should be modified accordingly.” 

Specifically Trezise said the Commission should affirm the 
former findings that the schedules proposed and considered in 
the original reports in these proceedings, 163 I. C. C. 3, known 
as the first ex-riVer case, and 185 I. C. C. 211, known ag the 
second ex-river case, had not been justified. The Commission, 
however, he said, should modify the findings in the former reports 
and now find that the former findings were and are without preju- 
dice to the establishment of an ex-river rate of 90 cents a net 
ton from Colona and Conway to Youngstown; ex-river rates 
from points on the river division of the Wheeling & Lake Erie 
of $1.40 to Cleveland, Lorain and South Lorain, O.; and $1.02 
to Canton and Massillon, O., to apply on coal of that sort 
originating at mines on the Monongahela, Allegheny and Ohio 
rivers, transferred from the river barges or boats to railroad 
cars, when for track delivery at the destinations named, mini- 
mum 50,000 pounds. 


The 90 cent rate is to displace a rate of 77 cents; the $1.40 
rate is to be in lieu of a rate of $1.27 and the rate of $1.15 is 
to take the place of a rate of $1.02. 

Examiner Trezise treated these ex-river rates as the pro- 
genitor of the troubles about rates on coal in Ohio that flamed 
into virulence a year ago when on August 1 the Ohio commis- 
sion reduced intrastate rates to some parts of Ohio and allowed 
the railroads to extent the infected area so that the whole 
of northeastern Ohio became involved. 

An attempt to quiet that situation was made by the Com- 
mission in Intrastate Rates on Bituminous Coal Within Ohio, 
192 I. C. C. 413 and Surcharge on Bituminous Coal Within Ohio, 
192 I. C. C. 734. Bills to enjoin its orders in those cases were 
filed in the federal court for the southern district of Ohio, east- 
ern division. A hearing has been had on them but no decision 
has been made. The Commission extended the effective date 
of its orders in these cases from June 10 to July 10. The 
court, by its orders of July 7, restrained the enforcement of 
the Commission’s orders until its further order. 


While the court proceedings were going on, the railroads, 
other than the Wheeling & Lake Erie, which had been and 
still is following an independent course, asked for the reopen- 
ing of these cases. They advocated, Trezise said, the increase 
of the ex-river rates substantially to the all-rail basis. They 
contended that the ex-river rates had in the past and were 
now seriously menacing the comprehensive and important all- 
rail rate structure in Ohio and central territory. They asserted 
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that continuance of the ex-river rates would still further ep. 
croach upon their already depleted revenues. 

The Wheeling, Trezise said, opposed any increase in the 
rates from its river division ports, such as Bellaire, Martin’ 
Ferry, Mingo Junction, Steubenville and Terminal Junction, 0, 
The railroads, other than the Wheeling, suggested a rate of 
$1.01 in place of the 77 cent rate from Conway and Colona to 
Youngstown, $1.74 to Cleveland, Lorain and South Lorain ip. 
stead of the $1.27 rate, and $1.26 to Canton and Massillon ip. 
stead of the $1.02 rate. The examiner said that the rates 
suggested by them were consistent with the all-rail rates pre. 
scribed or approved by the Commission in the Ohio intrastate 
coal rate case, hereinbefore mentioned, for application within 
this same general territory. 

The Youngstown Sheet & Tube Co., the examiner said, took 
the position that the ex-river rate from Conway and Colona to 
Youngstown should not exceed 50 cents a ton. 

The examiner undertook to find out what the rates by barge 
were; also the charges for the transfer of coal from barges to 
cars. The railroads serving Colona and Conway make a charge 
of 12 cents a ton for the transfer service. The barge lines 
and the transfer agencies, not being under either federal or 
state control, Trezise put into his report abstracts of testimony 
indicating a wide range of such charges, the net result being, 
however, a through charge on ex-river coal ranging from 25 to 
38 cents a ton under the cost of all-rail coal. 

“The transportation of coal by barge down the rivers from 
the Pittsburgh and Connellsville districts to the transfer points 
on the Wheeling’s river division requires total hauls to such 
destinations as Cleveland that are nearly twice those over the 
all-rail routes,” said Trezise, “and represent wasteful trans- 
portation. The Wheeling virtually contends that unless. coal 
is thus hauled by barge directly past Conway and Colona to 
its river division transfer points and the present ex-river rates 
applied beyond, it will be compelled to forego this ex-river 
business. There are, however, mines in Ohio No. 8 district 
and also directly across the river from these transfer points 
that require relatively short barge service.” 

According to the report the ex-river coal tonnage that 
moved prior to the establishment of these ex-river rates from 
the points of origin under consideration was negligible. Imme- 
diately upon the establishment of these ex-river rates 576,844 
tons moved from points on the Baltimore & Ohio, Pennsylvania 
and Pittsburgh & Lake Erie in the period from July 16, 1932 
(the day the ex-river rates became effective), to June 3, 1933, 
inclusive; and 828,065 tons from the Wheeling’s river division, 
in the period from July 16, 1932, to May 31, 1933. Trezise 
said, in connection with that tonnage, that on August 1, 1932, 
reductions in the Ohio state rates became effective, and that 
it had to be remembered that that naturally had its effect of 
limiting, to some extent, the subsequent movement of ex-river 
coal. The relatively low Ohio intrastate rates, he added, were 
still in effect. 

In summing up the matter Trezise said that the petitioners 
advocated the establishment of ex-river rates on substantially 
the all-rail basis, although that basis of rates in the last five 
years had diverted considerable tonnage to the highways. Con- 
tinuing, he said: 


In 1932 over two million tons of coal was moved by truck for 
the whole state of Pennsylvania and new contracts are being made 
for movement of this traffic by truck in Ohio. One witness gave a 
description of the trucking service from East Liverpool, O., to 
Youngstown. The cost is about $1 per ton. This competition, ap- 
parently, has not become so formidable as to impress the rail carriers 
sufficiently to cause marked rate reductions. i 

Most of the mines in the Pittsburgh, Connellsville, and Fair- 
mont districts can not load coal direct to barges and, therefore, as 
previously indicated, unduly low ex-river. rates will affect those 
mines adversely. The location of the mines on the rivers in this 
territory has been enhanied by government expenditures in the 
improvements of these rivers for navigation. Whether these ad- 
vantages should further be enhanced to the detriment of the inland 
mines by the establishment of ex-river rates so low as to eliminate 
the inland mines from competition merits careful consideration. 

The policy of Congress as expressed in section 500 of the trans- 
portation act is to promote, encourage and develop water trans-- 
portation. It is doubtful whether the proposals of petitioners to 
establish ex-river rates from the river transfer points on the basis 
of the all-rail rates would carry out the mandate of Congress. The 
record fully establishes that the maintenance of the present ex- 
river rates has not contributed to the policy of Congress to foster and 
preserve rail transportation as indicated particularly by the substan- 
tial diversion of coal traffic to the barge-and-rail routes. These rates 
have caused a disruption of the rate adjustment in this territory. 
The record amply affords a basis for finding that the present ex- 
river rates jeopardize the revenues of the rail carriers, and that the 
ex-river rates should be higher than those now in effect, but should 
not be raised to the all-rail basis. 


PROPOSED REPORTS 


Ground Coal 

No. 25930, General Motors Corporation vs. Pennsylvania et 

al. By Examiner Leland F. James. Proposed to be found that 
a complaint involving shipments, ground or pulverized coal, 
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Charleroi, Pa., to North Flint and Saginaw, Mich., was barred 
by the statute, more than two years having elapsed since the 
cause of action had accrued before the complaint was filed. 


Oranges 


No. 25824, California Fruit Growers’ Exchange vs. A. T. & 
gs, F. et al. By Examiner E. L. Valentine. Proposed to be 
found that a complaint alleging unreasonable charges, oranges, 
Frances, Calif., to Lexington, Ky., and lemons, Santa Paula, 
Calif., to Greensboro, N. C., was barred by the statute. 


Lard and Hog Hair 

No. 25834, John Morrell & Co. vs. B. S. L. & W. et al. By 
Examiner L. B. Dunn. Dismissal proposed. Rates, lard and 
hog hair, carloads, Sioux Falls, S. D., and Ottumwa, Ia., to 
New Orleans, La., and Galveston, Tex., for export, not unreason- 
able. 

Lumber 

No. 25940, Frost Lumber Industries, Inc., vs. T. & N. O. 
et al By Examiner Robert M. Furniss. Rate, lumber, Shreve- 
port, La., to Woodward Spur, Tex.; not unreasonable. Re- 
consignment charge of $6.30 assessed at Austin, Tex., proposed 
to be found unreasonable. Reparation of $6.30 proposed. 


Wooden Ten Pins 


No. 25801, Brunswick Lumber Co. vs. Lake Superior & 
Ishpeming et al. By Examiner Harold M. Brown. Rate, wooden 
ten pins, Big Bay, Mich., to Philadelphia, Pa., and other eastern 
points, proposed to be found inapplicable. Proposed to be found 
that the applicable rates were combinations based on Mar- 
quette, Mich. Reparation proposed. 


Cotton Underwear 


No. 25803, H. A. Baker Co. et al. vs. A. & W. P. et al. By 
Examiner W. H. Smith. Rates, cotton underwear, less than 
carloads, points in southern territory to Sioux City, Ia., pro- 
posed to be found unreasonable to the extent they exceeded 
and exceed the lowest combination of intermediate rates. Rep- 
aration proposed. 


REORGANIZATION OF RAILROADS 


The Traffic World Washington Bureau 


Although it has not so announced, the course of the Recon- 
struction Finance Corporation in the receivership of the Missouri 
Pacific and the St. Louis-San Francisco already taken, it is 
believed, indicates that in all bankruptcies in which it is a 
creditor it will endeavor to persuade the courts to appoint 
trustees rather than receivers. The general idea, as shown by 
petitions filed in the cases mentioned, is that the affairs of the 
railroads in difficulties should be administered by impartial 
trustees rather than ‘by receivers who were in the management 
of the properties in distress when the necessity for reorganiza- 
tion, either by trustees or receivers, became obvious. 

In accordance with the course indicated the R. F. C. will 
appear in the federal court for the northern district of Illinois, 
eastern division, September 11, in No. 52871, in the matter of Chi- 
cago & Eastern Illinois R. R. Co., debtor, in support of a motion 
filed by it asking for the appointment of a trustee or of trustees 
to displace the receivership. That motion follows on the heels 
of a similar motion in the federal court for the. eastern district 
of Missouri, eastern division, in No. 7004-1 in the matter of St. 
Louis-San Francisco Railway Co., debtor. 

The motion in the C. & E. I. case is based upon the fact 
that that carrier owes the R. F. C. $5,775,000, exclusive of inter- 
est, on account of loans made to it prior to the receivership. 
In that motion the R. F. C. asserts that the interest of the debtor 
railway company, as the owner of the equity in its properties, 
is adverse to the interest to the bondholders and other creditors. 
It is further declared that the past earnings of the C. & E. I. 
clearly indicate that its “properties have no substantial value 
in excess of its indebtedness and consequently that the equity 
in these properties represented by its capital stock has little or 
ho value.” 

In further support of the motion for appointment of a trustee 
or trustees the R. F. C. asserts that a matter of great importance 
to creditors and one that will necessarily arise in this proceeding 
is the repudiation or ratification of existing contracts made by 
the debtor. It is further asserted that the prudence of such 
contracts should be investigated by a trustee or trustees who 
are wholly disinterested; that the creditors, of whom the R. F. C. 
is one, are entitled to have such contracts thoroughly investi- 
gated by persons who have not heretofore been parties to the 
transaction and that a trustee or trustees are the only persons 
who can fully perform this service for the creditors. 

The motion for appointment of a trustee or trustees in the 
C. & E. I. case makes the point that that carrier consistently has 
failed for many years past to earn any substantial amount on 
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its capital stock, the earnings for 1930, 1931, 1932 and the first 
five months of 1933 being set forth as insufficient to pay the 
interest on its indebtedness. The further point is made that 
even in the prosperous years of 1928 and 1929 the C. & E. I.’s 
earnings covered its interest requirements by only a scant mar- 
gin. The coverage in 1928 was 1.18 times the interest and in 
1929 but 1.23 times the interest. 

In its motion for the appointment of a trustee or trustees in 
the Frisco reorganization proceeding, the R. F. C. said it was 
urgently necessary that the court name some distinterested and 
wholly impartial person or persons to act as a medium through 
which creditors generally might be represented. The R. F. C. 
alleges that unless the court names a trustee or trustees there 
will be no impartial and wholly disinterested medium through 
which minority creditors or creditors generally can be repre- 
sented or through which there can be properly presented for the 
consideration of the court and the Interstate Commerce Com- 
mission a plan which will fairly and justly reflect and adjust 
the various conflicting interests. The corporation declares that 
“great injustice will be done to set creditors and that irrepar- 
able damage will result to said creditors unless a trustee or 
trustees is so appointed to represent, prepare and present a 
plan or an alternative plan or plans for and on behalf of all 
creditors.” 


SOUTHERN PACIFIC VALUATION 


The Commission, by division 1, in Valuation No. 1196, Texas 
& New Orleans Railroad System, has found the final value for 
rate-making purposes of all the properties constituting what is 
known as the Atlantic System of the Southern Pacific to be 
$251,078,868 as of December 31, 1931. The action of the Com- 
mission converts the tentative valuation into the final valuation, 
the carriers involved having made no protest against the tenta- 
tive valuation. 

This fixing of the final valuation is a proceeding under 
section 19a to ascertain the value for rate-making purposes of 
the properties owned and used by the Texas & New Orleans and 
its affiliated lines, for which application for consolidation under 
section 5 of the interstate commerce act has been submitted and 
is pending before the Commission in Finance No. 9689. 

This valuation covers the properties of the Texas & New 
Orleans Railroad Co., Dayton-Goose Creek Railroad Co., Franklin 
& Abbeville Railway Co., Galveston, Harrisburg & San Antonio 
Railway Co., Gulf & West Texas Railway Co., Houston & Shreve- 
port Railroad Co., Houston & Texas Central Railroad Co., 
Houston East & West Texas Railway Co., Iberia & Vermilion 
Railroad Co., Lake Charles & Northern Railroad Co., Louisiana 
Western Railroad Co., Morgan’s Louisiana & Texas Railroad 
and Steamship Co., San Antonio and Aransas Pass Railway Co., 
Texas Midland Railroad, Southern Pacific Terminal Co., and 
Texas State Railroad. 

These lines constitute the Southern Pacific system in Louisi- 
ana and Texas. Their total operating mileage, omitting trackage 
rights, is 4,659 miles of main track. The total mileage of all 
tracks is 6,474. 


VALUATION REPORTS 


Valuation No. 1090, Mobile & Gulf Railroad Co., opinion No. 
B-855, 43 Val. Rep. 309-18. Final value for rate-making purposes of 
the property owned and used for common carrier purposes, found to 
be $425,000, as of December 31, 1928. 

Valuation No. 1112, Nez Perce & Idaho Railroad Co., opinion No. 
B-849, 43 Val. Rep. 241-54. Final value for rate-making purposes of 
the property owned and used for common carrier purposes, found to 
be $160,000, as of December 31, 1927. 

Valuation No. 1115, Quakertown & Bethlehem Railroad Co., opinion 
No. B-861, 43 Val. Rep, 389-97. Final value for rate-making purposes 
of the property owned and used for common carrier purposes, found 
to be $285,000, as of December 31, 1927. 

Valuation No. 1106, Murfreesboro, Nashville, Southwestern Rail- 
way Co., opinion No. B-863, 43 Val. Rep. 407-17. Final value for rate- 
making purposes of the property owned and used for common carrier 
purposes, found to be $225,000 as of December 31, 1927. 

Valuation No. 1127, Kentucky, Rockcastle & Cumberland Railroad 
Co., opinion No. B846, 43 Val. Rep. 205-14. Final value for rate-making 
purposes of the property owned and used for common carrier purposes 
found to be $123,000, and of property used but not owned, $575, as 
of Dec. 31, 1927. 

Valuation No. 1118, Outer Harbor Terminal Railway Co., opinion 
No. B-844, 43 Val. Rep. 185-92. Final value for rate-making purposes 
of the property owned and. used for common carrier purposes found 
to be $101,000 as of December 31, 1927. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10104, authorizing the Chicago & 
North Western Railway Company to issue (1) upon surrender of 
$16,000 of 4% per cent general-mortgage gold bonds of 1987, $3,862,000 
of 5 per cent general-mortgage gold bonds of 1987, in exchange, at 
par, for that amount of Fremont, Elkhorn & Missouri Valley Rail- 
road Company 6 per cent consolidated-mortgage bonds, and (2) not 
exceeding $3,862,000 of interest-bearing interim certificates in con- 
nection with the retirement of said underlying bonds, approved. 

Report and certificate in F. D. No. 10067, permitting (1) the 
Southern Pacific Coast Railway Company to abandon certain lines 
of railroad in Alameda County, Calif., and (2) the Southern Pacific 
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Company, lessee, to abandon operation thereof, and of a certain other 
line of railroad of the Southern Pacific Railroad Company in said 
county, approved. 

Report and certificate in F. D. No. 10071, permitting the Chicago, 

Burlington & Quincy Railroad Company to abandon portions of a 
branch line of railroad in Clarke and Decatur counties, Iowa, ap- 
proved. 
; Report and certificate in F. D. No. 10074, authorizing the Chicago, 
Burlington & Quincy Railroad Company to operate under trackage 
rights over a portion of the railroad of the Baltiomre & Ohio South- 
western Railroad Company between Shattuc and East St. Louis, in 
Clinton and St. Clair counties, Ill., approved, 

Report and certificate in F. D. No. 10059, permitting the Illinois 
Traction, Inc., to abandon branch lines of railroad in Montgomery 
and Vermilion counties, Ill., and the Illinois Terminal Company, les- 
see, to abandon operation thereof, approved. 

Report and certificate in F. D. No. 10082, permitting the Chesa- 
peake & Ohio Railway Company to abandon part of a line of rail- 
road in Pocohontas County, W. Va., approved. 

Report and certificate in F. D. No. 10057, permitting the Central 
Railroad Company of New Jersey to abandon a branch line of rail- 
road in Luzerne county, Pa., approved. 

Report and certificate in F. D. No. 10083, authorizing the Atchison, 
Topeka & Santa Fe Railway Company to construct a branch line of 
railroad in Eddy county, N. Mex., approved. 

Report and certificate in F, D. No. 10075, (1) authorizing the St. 
Louis Southwestern Railway Company of Texas to operate over the 
railroad and termina) facilities of the Dallas Terminal Railway & 
Union Depot Company in Dallas, Dallas county, Texas; and (2) dis- 
missing request for permission to retain excess earnings, approved. 

Report and certificate in F/D. No. 9932, permitting the receivers 
of the St. Louis-San Francisco Railway Company to abandon opera- 
tion of part of the Tipperary branch of said company’s system in 
Clay County, Ark., approved. 

Report and certificate in F. D. No. 10077, permitting the Denver 
& Rio Grande Western Railroad Company to abandon part of a 
branch line of railroad in Salt Lake County, Utah, approved. 

Report and certificate in F. D. No. 9972, permitting the Stanley, 
Merrill & Phillips Railway Company to abandon, as to interstate 
and foreign commerce, its line of railroad in Taylor and Rusk Coun- 
ties, Wis., approved. 

Report and order in F. D. No. 10111, authorizing the Mississippi 
Central Railroad Company to issue a promissory note for $150,000, to be 
delivered to the United States Lumber Company in payment of a 
like amount of advances, approved. 

Report and order in F. D. No. 10049, authorizing the acquisition 
by the Chesapeake & Potomac Telephone Company of West Vir- 
ginia of the telephone properties of J. Roy Watson and A. G. Hud- 
kins, doing business as Clay District Telephone, Harrison-Doddridge 
Telephone Lines, and Lewis-Upshur Telephone Lines, approved. 


FINANCE APPLICATIONS 


Finance No. 10130. Wabash Railway Co., Walter S. Franklin and 
Frank C. Nicodemus, Jr., receivers,.asks for a certificate of public 
convenience and necessity permitting it to operate on trackage and 
terminal facilities of the Union Pacific in Council Bluffs, Ia., and 
Omaha, Neb., on a rental basis of $3,750 a month and a division of 
operating expenses on a wheelage basis. 

Finance No. 10133. Vicksburg Bridge & Terminal Co. asks author- 
ity to issue $3,250,000 of its first mortgage gold bonds and to pledge 
them - may be required with the R. F. C. for a loan of a like 
amount. 

Finance No. 10134. Vicksburg Bridge & Terminal Co. asks for a 
certificate authorizing it to operate a railroad over its bridge and 
approaches thereto between Delta, La., and Vicksburg, Miss., and 
over its tracks connecting with the bridge approaches at either end. 

Finance No. 10123. California, Shasta & Eastern Railway Co. asks 
authority to construct and operate a branch line in Shasta county, 
Calif., from a point near Palo Cedro, to the timber holdings of the 
Red River Lumber Co., approximately 20 miles. Applicant said it 
proposed to apply to the Reconstruction Finance Corporation for a 
loan of $300,000, of which approximately $100,000 would be used for 
the purpose of rehabilitating its existing line of railroad and approxi- 
mately $200,000 for the construction of the proposed line. 

Finance No. 10136. Southern Pacific Railroad Co. and the South- 
ern Pacific Co. ask permission to abandon part of the Rumsey branch 
of the Southern Pacific between Capey and Rumsey in Yolo County, 
Calif., a distance of a little more than 18 miles. The applicants assert 
that the amount of traffic handled on the branch is not sufficient to 
justify its continued operation. 


L. & N. PASSENGER FARES 


The Louisville & Nashville has filed three petitions with 
the Commission asking for a six months’ extension of its ex- 
periment with reduced basic passenger fares and the elimina- 
tion of surcharges for passengers using sleeper and parlor cars. 
The experimental period, if granted, will extend from October 5, 
onward. 

The three petitions were filed in No. 11703, in the matter of 
intrastate rates within the state of Illinois; No. 12214, sur- 
charge for transportation of passengers in sleeping or parlor 
cars between points in the state of Alabama; and No. 13412, 
surcharge for transportation of passengers in sleeping or parlor 
cars between points in the state of Georgia. In those Cases, 
the Commission as a result of thirteenth section proceedings, 
required the petitioning carrier to put into effect, intrastate, 
the basis of fares and surcharges prescribed for interstate 
application. 

A basis of two cents a mile in coaches and three cents a 
mile in sleeping and parlor cars, without surcharge, was put 
into effect by the L. & N. last March. Unless renewed as re- 
quested it will expire on October 5. 

The applicant said that its purpose in making the reduc- 
tions was to arrest a downward trend of its passenger earnings 
and retrieve a part of the passenger traffic that it had lost to 
private automobiles and busses. The reduced fares and elim- 


The Traffic World 


Vol. LII, No. 11 


inated surcharge basis has been in full effect a little more thay 
three months, the petitions say. The carrier said that the 
revenue return demonstrated that six months was an insyf. 
ficient period in which to reach an accurate determination as 
to whether a reduction in basic rates and fares was succegsfy] 
in increasing travel over its line to the extent necessary to 
increase its revenue. Owing to inability of the carrier to 
publish its interline rates, less than six weeks or two months 
after permission had been granted, it said it had not bee, 
able to note the effect of the reductions. Because returns from 
its connections were not in hand until five or six weeks afte, 
the close of a particular month, the effect of the lower basis 
could not be known. 

The experimental rates, the Louisville & Nashville saiq, 
had been in effect in spring and summer months, when travel] 
over the public highways was most attractive. By reason of 
that fact, it said it was its view that a more intelligent estj. 
mate of the possible effect of the reduction upon its annual 
revenues could be made by continuing the experiment through. 
out all seasons of the year. 

That, it said it believed, was necessary to demonstrate 
whether or not the lower rates by the mile would regain q 
greater proportion of highway travel in the months when the 
appeal of rail accommodations was stronger. 

Arrest of diversion of passengers from the rails, the peti- 
tions said, had taken place. In June of 1933 the decrease was 
only 9.6 per cent in comparison with June of 1932. In May 
of this year as compared with May of 1932 the decrease was 
21 per cent and in April of this year as compared with April 
of last year 25.4 per cent. 

The figures, the carrier said, showed that the percentage 
of decrease in its revenue in the period the reduced rates had 
been in effect had been less than in the period the higher rates 
were maintained. It further said the total revenue under the 
reduced rates was less than it obtained in the corresponding 
months in the previous years under the higher rates. But, it 
said one of the purposes of the reduction had been accom- 
plished, that is, the downward trend of passenger revenue had 
been changed. 

In April, 1932, the carrier suffered a decrease of passenger 
revenue of 8.7 per cent, while in April of this year it had an 
increase of 1 per cent; in May, 1932, it had an increase of 6.9 
per cent, while in May, 1933, the increase was 15.4 per cent; 
and, in June, 1932, it had a decrease of 3.5 per cent, while in 
June of this year it had an increase of 16.6 per cent. 

The carrier said it hoped that the improvement experienced 
would be cumulative. It held the view, it said, that the results 
of the first three months presaged increasing improvement in 
the volume of travel and in revenue returns in the future. 
Notwithstanding this, it said, doubt existed as to whether the 
increases could be accepted as an indication of the probable 
results for other seasons of the year, hence its desire to have 
the experiment continued for six months more, making a 
whole year. 


L. & N. FARE BASIS 


The Atlanta & West Point has asked the Commission, in 
No. 13412, surcharge for transportation of passeugers in sleep- 
ing or parlor cars between points in Georgia, for a further 
suspension of six months from October 5 of its order in that 
proceeding to the end that it may continue the experiment 
with passenger fares on the basis of 2 cents a mile in coaches 
and 3 cents a mile in parlor and sleeping cars without the 
imposition of a surcharge. 

A similar petition has been filed by the Western Railway 
of Alabama, in No. 12214, surcharge for transportation of pas- 
sengers in sleeping or parlor cars between points in the state 
of Alabama, so that it may continue the lowered basis of pas- 
senger fares for six months, from October 5. Both carriers 
are parts of the Louisville & Nashville System. The petitions 
are similar to those filed by the parent organization. 


COMMISSION ORDERS 


No. 25140, Interstate Cotton Oil Refining Co. vs. T. & P. et al. 
Order entered June 20, 1933, which was by its terms made effective 
on or before September 30, 1933, upon not less than 30 days’ notice, 
modified to become effective on or before September 30, 1933, upon 
not less than 10 days’ notice instead of 30 days. 

No. 23508, Public Utilities Commission of State of Idaho vs. 
Oo. S. L. et al., and cases grouped therewith. Order entered as of 
May 2, 1933, further modified so as to permit the rates required from 
Laramie and Parco, Wyo., to become effective upon one day’s notice. 

Fourth section application No. 15156, grain and grain products to 
Florida. Petition of New Orleans Joint Traffic Bureau for a further 
hearing denied. 

‘Finance No. 10055, application of St. Louis-Kansas City Short 
Line Railroad for certificate to construct a line of railroad between 
St. Louis and Kansas City, Mo., Wabash Ry. and Walter S. Frank- 
lin and Frank C. Nicodemus, Jr., receivers thereof, and M.-K.-T. per- 
mitted to intervene. 

No. 26093, Northwestern Retail Coal Dealers’ Association, Inc., 
et al. vs. Alton et al. Nekoosa-Edwards Paper Co. permitted to inter- 
vene. 
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September 9, 1933 


“COORDINATION” OF TRANSPORTATION 


The Traffic World Washington Bureau 


Coordinator Eastman has made public the memorandum he 
submitted to President Roosevelt in support of his position that 
the national industrial recovery act was not applicable to the 
railroads. He discussed two questions—(1) whether, as a mat- 
ter of law, the N. I, R. A. was applicable to the railroads, and, 
(2), Whether, as a matter of policy, the N. I. R. A. should be 
applied to the railroads. His answers were that the act was 
not applicable to the railroads and that, as a matter of policy, 
the act should not be applied to the railroads. 

Discussing the railroad labor situation the coordinator said 
there were situations that ought to be corrected where certain 
classes of railroad employes were working longer hours than 
were necessary in comparison with others. Informally, he said, 
he was taking steps to see whether those situations could not 
yoluntarily be corrected and that he was hopeful of favorable 


results. 
In making public his memorandum he revealed that Presi- 


dent Roosevelt had sent it to Chairman Whitney of the Railway 
Labor Executives’ Association, together with his own views on 
the subject. In his memorandum Mr. Eastman first discussed 
the question of law and second the question of policy. He said: 


With his letter of August 17 to the President, Chairman Whitney 
of the Railway Labor Executives’ Association, submitted a memoran- 
dum entitled “Jurisdiction and Power of the President under the 
National Industrial Recovery Act.’’ It supports the proposition that 
under that act jurisdiction is vested in the President to establish 
and put into effect a code governing the relations of railroad com- 
panies and their employes, and gives reasons why this should be 
done. I have been supplied with another memorandum, a copy of 
which is submitted herewith, entitled ‘‘The Railroads and the National 
Industrial Recovery Act,’ and prepared by General Counsel Fletcher 
of the Association of Railway Executives. This supports the propo- 
sition that the railroads are not included in that act and, if they 
were, Ought not to be dealt with under it. 

Upon the question of law there are, therefore, two opposing mem- 
orandums prepared by vitally interested parties. If a decision upon 
this question is deemed important, it would seem appropriate to sub- 
mit these memorandums to the Attorney General with a request for 
his opinion. 

For what it may be worth, my own opinion is that the railroads 
are not included in the N. I. R. A. I base this opinion chiefly upon 
these considerations: 

1. There is considerable evidence, as the general counsel of the 
Association of Railway Executives points out, that the Congress did 
not, when the N. I. R. A. was under consideration, regard its pro- 
visions as applicable to the railroads. The railroads were being dealt 
with contemporaneously in a separate act. In the discussion of that 
act the question of a shorter work day for railroad employes came up 
very definitely, but no provision therefor was finally made. 


2. Consideration of the provisions of the N. I. R. A. and of the 
language used therein supports the conclusion that it was not intended 
to apply to the railroads. For example, the codes are described 
throughout as “codes of fair competition,’’ an apt description in the 
case of private, competitive industry but not in the case of a quasi- 
public industry, such as the railroads, already subjected to compre- 
hensive and drastic public regulation. Violations of the ‘‘standards 
of fair competition,’’ provided in the codes, are to be deemed an 
“unfair method of competition in commerce within the meaning of 
the Federal Trade Commission act.’”’ The railroads, of course, have 
never been subject to that act, and are instead most elaborately pro- 
vided by the interstate commerce act with standards governing their 
activities. The provisions of the N. I. R. A. with respect to licenses 
are obviously inappropriate to the railroads, although most appro- 
priate for private, competitive industry. Attention may also be called 
to the ‘‘declaration of policy’’ in section 1, which contains many 
references which have no application to the railroads, and to the title 
of the act with its words, ‘‘to foster fair competition.’’ Clearly the 
act was designed to provide a measure of control for hitherto uncon- 
trolled and unregulated private industry. 


3. In the emergency railroad transportation act, 1933, passed and 
signed contemporaneously* with the N. I. R. A., it was clearly and 
emphatically provided that the wages and working conditions of rail- 
road employes should remain subject to the railway labor act, at 
least until the enactment of further transportation legislation. Sec- 
tion 10 closes with the following proviso: 

‘Provided, however, that nothing herein shall be construed to 
repeal, amend, suspend, or modify any of the requirements of the 
railway labor act or the duties and obligations imposed thereunder 
or through contracts entered into in accordance with the provisions 
of said act.” 

Section 7 (e) provides that carriers by railroad, whether under 
control of a judge, trustee, receiver, or private management, shall 
be required to comply with the provisions of the railway labor act 
and with the provisions of certain paragraphs of the amendment to 
the bankruptcy act approved March 3, 1933. One of these para- 
— which is thus made applicable to all railroads, reads as fol- 
Ows: 

“(o) No judge or trustee acting under this act shall change the 
wages or working conditions of railroad employes, except in the 
manner prescribed in the railroad labor act, or as set forth in the 
memorandum of agreement entered into in Chicago, Illinois, on Jan- 
uary 31, 1932, between the executives of twenty-one standard labor 
organizations and the committee of nine authorized to represent 
Class I railroads.’’ 

However, the possibility of improvement in railroad labor condi- 
tions and relations was recognized, and therefore section 13 makes 
it the duty of the federal coordinator of transportation ‘‘forthwith to 
investigate and consider means, not provided for in this title, of im- 
proving transportation conditions throughout the country, * * * in- 
cluding, also the stability of railroad labor employment and other 


*The railroad act was, however, signed at 12:05 p. m., whereas 
the N. I. R. A. was signed earlier at 11:55 a. m. 
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improvements of railroad labor conditions and relations,’’ with a 
view to submitting ‘‘such recommendations calling for further legis- 
lation to these ends as he may deem necessary or desirable in the 
public interest.’’ Clearly the purpose was to make improvement of 
railroad labor conditions and relations the subject of future legisla- 
tion, in the meantime providing definitely that wages and working 
conditions should be changed only in accordance with the procedure 
prescribed in the railway labor act. 

Section 7(a) of the N. I. R. A. provides that every code of fair 
competition, agreement, and license shall contain conditions giving 
employes the right of collective bargaining through representatives 
of their own choosing; freeing them from the interference, restraint, 
or coercion of employers in the designation of such representatives 
or in self-organization; and providing that they shall not be required 
as a condition of employment to join any company union or to 
refrain from joining, organizing, or assisting labor organizations of 
their own choosing. 

Instead of relying upon the provisions in the N. I. R. A., the same 
subject was most comprehensively covered in the emergency railroad 
transportation act by reference to the following provisions (in addition 
to the one above quoted) in the bankruptcy act, which were made 
applicable to all railroads, however managed: 

“(p) No judge or trustee acting under this act shall deny or in 
any way question the right of employes on the property under his 
jurisdiction to join the labor organization of their choice, and it shall 
be unlawful for any judge, trustee, or receiver to interfere in any 
way with the organization of employes, or to use the funds of the 
railroad under his jurisdiction, in maintaining so-called company 
unions, or to influence or coerce employes in an effort to induce them 
to join or remain members of such company unions, 

“(q) No judge, trustee, or receiver acting under this act shall 
require any person seeking employment on the property under his 
jurisdiction to sign any contract or agreement promising to join or 
to refuse to join a labor organization; and if such contract has been 
enforced on the property prior to the property coming under the 
jurisdiction of said judge, trustee, or receiver, then the said judge, 
trustee, or receiver, as soon as the matter is called to his attention, 
shall notify the employes by an appropriate order that said contract 
has been discarded and is no longer binding on them in any way.”’ 


The Question of Policy 


Assuming that a code for the railroads could lawfully be estab- 
lished under the N. I. R. A., would this be wise? Aside from wages 
and working conditions, there seems nothing which such a code could 
accomplish. The United States railroads are subject to more com- 
prehensive public regulation than any other privately-owned indus- 
try in this country, if not in the world. There is no need for a 
“code of fair competition.’’ The interstate commerce act was orig- 
inally enacted as much to control the competition of the railroads 
with each other as to prevent monopolistic extortion, and the emerg- 
ency act has for one of its main purposes further control over such 
competition to avoid wastes incident thereto. Over-production of 
railroad facilities and service is prevented by the provisions of the 
interstate commerce act which enable the Commission to control new 
construction and to authorize the abandonment of lines no longer 
useful. The Commission may bar the operation of the anti-trust laws, 
both federal and state, to permit railroad consolidations and acquisi- 
tions of control and the pooling of traffic and service. The coordina- 
tor is given even more extensive power to bar the operation of the 
anti-trust statutes. The issuance of railroad securities is also under 
complete public regulation. 

A code for the railroads could, therefore, serve no useful purpose, 
outside the field of wages and working conditions. But in that field, 
also, the railroad situation is quite different from that which exists 
in other industries. The principle of collective bargaining has not 
only been recognized in practice for many years on the railroads, 
but it is recognized by law in the railway labor act and a procedure 
prescribed therefor. As shown above, the emergency act was so 
drawn as to protect this procedure in every possible way, and at the 
instance of railroad labor. It is true that company unions exist on 
many railroads, for certain classes of employes, to the dissatisfaction 
of the so-called standard unions; but the emergency act, as above 
indicated, contains provisions to safeguard this situation, 

There are several other acts designed for the protection of rail- 
road employes. Safety is protected by the safety appliance and 
boiler inspection acts. Hours of service are covered for train and 
engine employes by the hours of service act. For these same 
employes the principle of the 8-hour day was established by the 
Adamson act, and this principle has since been voluntarily extended 
to most other railroad employes. Legislation proposing to establish 
the principle of a 6-hour day for railroad employes has been consid- 
ered but not enacted, although the Commission, by direction of 
Congress, made an elaborate report on this subject in December, 1932. 

As a result of public regulation, railroad rates and charges have 
been protected during the depression against the reduction which 
commodity prices generally have suffered. There have been some 
reductions, forced by truck and waterway competition, but a very 
large body of railroad rates still stand at 50 per cent or more above 
the pre-war level. .The same is true, very largely, of railroad hourly 
wage rates. The reduction from the peak has in most instances been 
no more than 10 per cent. It is true that railroad labor has suffered 
severely from dismissals or part-time employment, but similar condi- 
tions have prevailed in many other industries combined with a much 
larger reduction in hourly wage rates. 

Statistics in regard to railroad wage rates, in comparison with 
those in industry generally, are given in the memorandum submitted 
herewith and prepared for the Association of Railway Executives. 
Without accepting .chese at face value, for I have not undertaken to 
check them, I call attention to a fact in connection with railroad wage 
rates which is of manifest importance in the present discussion. 
Acting under the railway labor act, the railroad managements gave 
notice last June of an intention to make a large reduction in railroad 
wages. At the request of the President, I conferred with both sides 
in an effort to postpone this controversy, because of the disturbing 
effect which it might have upon the administration’s .plans for 
reviving business. As a result, an agreement was reached under 
which existing wage rates (including the 10 per cent deduction) were 
definitely continued until June 30, 1934. This was hailed by the 
labor organizations as a victory. 

So far as I am aware, there is comparatively little need in the 
railroad field for minimum wages, such as have been provided in the 
various codes adopted under the N. I. R. A. The main thing which 
it may be urged that a code for the railroads could do would be to 
spread work with a consequent increase in employment. There are 
many complexities incident to establishing a shorter work day for 
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railroad employes, as is pointed out in the memorandum from the 
Association of Railway Executives. Disregarding these difficulties, 
however, could such a shorter work day be established without an 
increase in hourly rates of pay and consequent large increase in 
railroad operating expense? 

I have seen no indications that railroad employes generally desire 
such a shorter work day without an increase in hourly rates of pay, 
and probably an increase sufficient to preserve their present daily 
earnings. In other industries, where an increase in operating expense 
had been caused in this way through codes or the President’s reem- 
ployment agreement it is contemplated that some offsetting increase 
in prices may be made. Within reasonable bounds such action seems 
to be officially sanctioned. In the case of the railroads, however, this 
could not be done without the consent of an independent tribunal, the 
Interstate Commerce Commission. 

Recently the Commission has closed an investigation, instituted 
at the urgent demand of several of the great industries of the coun- 
try, to determine whether or not a general reduction in railroad 
rates ought not to be ordered. By a vote of 7 to 3, the Commission 
refused to order such a reduction, but the very fact that this in- 
vestigation was had illustrates the situation with respect to railroad 
rates. They are still relatively very high, compared with commodity 

rices generally, and this marked disparity in level is held by many 

Custness men, and also economists, to be one of the important fac- 
tors hampering a revival of trade and commerce. The desirable thing 
is to bring commodity prices up to the level of railroad rates, rather 
than to increase the latter, and there is a long distance to go be- 
fore this result will be reached. 

Not only would an increase in railroad rates and charges be 
subject to the consent of the Interstate Commerce Commission, but 
it would be of questionable advantage in any event, owing to the 
sharp competition which the railroads meet from motor trucks and 
water lines, where wages and working conditions are far less favor- 
able to the employes than on the railroads. 

But if it is both impracticable and undesirable for the railroads 
to increase their rates and revenue t6 meet an increase in wage 
expense, what would be the situation if such an increase in ex- 
pense were suffered without a compensating increase in revenue? A 
thing much to be desired under present conditions is that the rail- 
roads should be able to resume new construction and the purchase 
of new equipment, materials, and supplies. In prosperous times they 
are among the largest buyers in the country, and their comparative 
withdrawal from the markets is an important factor in the de- 
pression of the so-called heavy industries. Railroad credit is now 
practically non-existent, except so far as loans from the govern- 
ment are concerned, and the railroads are reluctant to borrow money 
even from the government. However, railroad earnings are improv- 
ing, and credit conditions may soon be better. It is possible, there- 
fore, to anticipate that in the not remote future the railroads may 
be able to increase their purchases materially, with advantage to 
all concerned, including railroad labor. But this hoped-for result 
might be indefinitely postponed if the railroads should experience a 
substantial increase in expense without compensating increase in 
revenue. 


Under all of the circumstances I am of the opinion that the 
adoption of a code for the railroads under the N. I. R. A. would not 
be wise, even if it were legally practicable. In saying this, I do not 
mean that railroad labor conditions are all that they should be. In 
the memorandum from the Railway Labor Executives’ Association 
it is stated that the railroads employ 1,750,000 in normal times and 
are now employing about 1,000,000, leaving 750,000 unemployed. This 
is, I think, an overstatement, for improvements in transportation 
methods make it improbable that anything like 750,000 would be re- 
employed even if traffic should be restored to 1929 proportions. 
There is a bad unemployment situation on the railroads, but the best 
hope for improvement lies in an increase in business activity, which 
will add to the traffic and earnings of the railroads, enabling them 
not only to increase their train service but also to make up much 
deferred maintenance. Anything which would interfere with the 
improvement of railroad net earnings would also stand in the way 
of such a program of reemployment. 

There are situations which ought to be corrected where certain 
classes of railroad employes are working longer hours than are 
necessary in comparison with others. Informally I am taking steps 
to see whether these situations cannot voluntarily be corrected, and 
am hopeful of favorable results. It may be possible, also, to pro- 
vide for minimum wages consistent with those adopted in the codes, 
in the few instances where such minimum wages may be necessary. 

In the above discussion I have not gone into one phase of the 
question which might be important from the labor standponit. I 
understand that the codes so far adopted have gone no further than 
to fix minimum compensation and maximum hours per week, leav- 
ing wage rates to be fixed by collective bargaining. In the case of 
the railroads wage rates have been fixed by such bargaining, in 
definite agreements which do not expire until June 30, 1934. Either 
the core would leave these agreements unimpaired, thus prevent- 
ing any increase in wage rates through collective bargaining to com- 
pensate for the shortening of hours, or they would strike down the 
agreements and leave many matters governed thereby in doubt and 
confusion. I do not know which result would follow, but presume it 
would be the first of these alternatives. 


Spread Work and Spend Money 


After making public his memorandum with respect to the 
national industrial recovery act, from law and policy points 
of view, the coordinator, in a letter addressed to railroad presi- 
dents and railroad labor executives, resumed his effort to have 
the principles of the recovery act observed by railroad execu- 
tives and railroad employes. He urged the former to use every 
available dollar to put more men to work, calling attention to 
the fact that not one railroad, thus far, had borrowed a dollar 
from the public works administration. Railroad managements 
and railroad employes were urged to amend work practices so 
as to share work among the unemployed. 

“Every effort,” said Mr. Eastman, “should be made to es- 
tablish in fact at least an eight-hour day.” 

Thereby the coordinator, indirectly, called attention to the 
fact that the Adamson act of 1916, frequently referred to as 
= eight-hour statute, was nothing of the sort. Mr. Eastman 
said: 





The Traffic World 





Vol. LII, No. 1 





The President has decided that the railroads are not to be dea 
with under the national industrial recovery act. They have, ¢ 
course, been subjected for many years to more comprehensive reg. 
ulation than any code provides. But the fact that they are Not 
within the N. I. R. A. makes it all the more important that the 
railroads play their proper part in the program of national recovery 

One thing for them to do, as I have heretofore indicated, is t, 
use every available dollar, as traffic and revenue increase, to put 
more men to work. Trere is so much_ deferred maintenance ang 
other work which sorely needs to be done that this will not only 
help the country, but be the soundest of economy. Much has beep 
done, I know, in this direction. I also call attention to the fac 
that money can now be borrowed on favorable terms from the public 
works administration for railroad equipment and maintenance. Thys 
far no railroad has availed itself of this opportunity. Yet such 
expenditures are needed, and they would strengthen the recovery 
program at an important point. The railroads will not play their 
proper part if they neglect these opportunities. 

In another way the railroads and their employes can help. There 
has been much spreading of employment within reasonable limits 
and the employes have on the. whole been generous in responding 
to such efforts. But the situation is not as satisfactory as it might 
be. There are still many instances where employes are required or 
enabled to work hours or mileage quite in excess of accepted min. 
imum standards. I refer to seven days’ work per week, hours ex. 
ceeding eight per day, and monthly mileage accumulations of train 
and engine service employes out of proportion to what is reasonable 
under present conditions and fair to other employes. 

know the many factors which enter into the various agree. 
ments governing the daily, weekly and monthly earnings of each 
class and craft of railroad employes, and the difficulties which may 
be met in further equalizing division of available work. The sug. 
gestions which I shall make will, therefore, be couched in genera] 
terms, but I feel confident that they can be carried out in principle 
if the task is approached in the right spirit. They are offered only 
as suggestions appropriate to this period of national distress and 
emergency, and not as precedents necessarily to be observed when 
normal times return. My suggestions are these: 

First. That no hourly daily or monthly employe be required or 
permitted to work every day in the week. There may be isolated 
cases where it is impossible, because of continuous service require- 
ments and remoteness of place of employment, to relieve a man 
regularly one a week. In such instances the result can be accom- 
plished by working the employe a total minimum number of days 
per month straight through, equivalent to the total he would have 
worked had he been relieved regularly each week, and then replace 
him for the remainder of the month with a relief or swing man. 

Second. That every effort be made to reduce overtime, whether 
at punitive or straight time rates. This will serve a dual purpose. 
It will produce economies in operation as well as increase employ- 
ment. I urge every railroad to make a careful check of each sit- 
uation where overtime is now being incurred, and endeavor to cur- 
tail it to the irreducible minimum. If, for example, the alternative 
is between two or three hours overtime each day for yard crews 
of a given terminal, and placing one additional engine and crew in 
service to clear up the daily work in such hours, the latter should 
be the choice, other things being equal. 

Third. That where any hourly, daily or mothly employe, whether 
in supervisory capacity or otherwise, is now required or permitted to 
work more than eight hours per day, as a regular assignment, this 
situation should be changed. Every effort should be made to es- 
tablish in fact at least an eight-hour day. 

Fourth, That those employes in train and engine service who 
are still accumulating high monthly mileage agree to a reduction 
compatible with the minimum mileages specified in prevailing labor 
agreements, having in mind also such readjustments downward as 
have already been made by the other crafts in those services. It is 
not intended to suggest any definite or arbitrary mileage for train 
or engine service employes. The thought rather is to leave the de- 
termination of the maximum that may be accumulated under present 
conditions to each class of employes, their representatives, and the 
managements, with the help of such suggestions as each labor organ- 
ization may make to its members. 


All of the adjustments in hours per day, week or month, or in 
days per week, or in days or miles per month, above suggested, can 
only’ be accomplished by mutual agreement between the employes 
concerned and the railroad managements, I suggest, however, that 
th managements take the initiative and invite the employes, through 
their system representatives, to confer with them as soon as possi- 
ble for the purpose of arriving at such agreements, It is not sug- 
gested that any voluntary agreement so negotiated be for a period 
longer than the prevailing unemployment emergency. Nor is it sug- 
gested that any class or craft of employes in any instance increase 
hours, days, or weeks worked, or the monthly mileages, above those 
now in effect by mutual agreement. 


I wish to emphasize that my suggestions are not to be construed 
as an endorsement of any particular length of work day or work week 
for hourly, daily or monthly employes, nor as recognition of any par- 
ticular number of miles per month as proper for engine and train 
service employes to accumulate under normal conditions, The sug- 
gestion is only that wherever employes work overtime, or more than 
eight hours per day or seven days per week, or run relatively high 
mileages per month, every effort be made under present conditions, 
in keeping with the spirit of the times, the provisions of the railway 
labor act, and existing labor agreements, to curtail this overtime, 
reduce the length of the work day to at least eight hours, discontinue 
the length of the work day to at least eight hours, discontinue 
the excessive mileage to mutually acceptable levels. 

In so far as the railroads and their employes cooperate to in- 
crease employment, whether it be by the expansion of repair or sup- 
ply manufacture programs, or the reduction of time or mileage, it will 
be in keeping with the principles of national recovery which are now 
being followed. The national industrial recovery act contemplates 
that each industry so readjust its hours and enlarge its operations as 
to reabsorb as many as possible of its unemployed workers. The 
steps which I have suggested for the railroad industry are in line 
with this principle. 

Another important principle which has been recognized in the 
administration of the national industrial recovery act aims at the 
increase of mass purchasing power. This is accomplished first by 
increased employment, and second by raising wage levels, more par- 
ticularly in the lower brackets. Most railroad wage rates are gov- 
erned by agreements between the railroad companies and labor or- 
ganizations, and those may not be disturbed except by mutual con- 
sent. However, it appears that there are some employes in railroad 
service whose wage rates are not established by agreements with 
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labor organizations, and that in some few instances these are re- 
ceiving hourly or daily compensation below the hourly, daily and 
weekly minimums established for analogous work by the codes of 
fair competition approved by the President for other industries. I 
suggest that this is a situation to which the railroads may well give 
ntion. 
attewvhile it is, perhaps, not strictly my official duty to bring the 
above matters to the attention of the railroad managements and the 
railroad employes, I have felt justified in so doing because it seems 
that no one else may more appropriately take such action, and I 
have —— to believe that such suggestions may be helpful to all 
soncerned. 
+ In conclusion, may I state that I shall be glad to have a brief 
report from each railroad advising me how and to what extent it 
has been found possible to comply with the suggestions. 


Railroad Labor Unions 


Inquiry is being made into railroad company unions by 
Coordinator Eastman. He has sent out a questionnaire about 
such unions to all railroads subject to the emergency railroad 
transportation act, 1933. It is to be answered not later than 
October 1. Many complaints received by him led to a belief 
by him that what he called one important feature of the emer- 
gency railroad transportation act had been overlooked or mis- 
understood. He referred to section 7 (e) making applicable to 
all railroads specified paragraphs in the bankruptcy act applic- 
able to railroads operated by a judge or a trustee. 

The coordinator’s letter of transmittal covering his ques- 
tionnaire, addressed to all carriers by railroad, subject to the 
emergency railroad transportation act, 1933, follows: 


The many complaints which I have received lead me to believe 
that one important feature of the emergency railroad transportation 
act, 1933, has been overlooked or misunderstood. Section 7 (e) 
makes applicable to all railroads certain paragraphs in the bank- 
ruptey act which there apply to railroads operated by a judge or 
trustee. The result is that it is now unlawful for any railroad to: 

(1) Deny or in any way question the right of its employes to 
join the labor organization of their choice. ; 

(2) Interfere in any way with the organiations of its employes. 

(3) Use its funds in maintaining so-called company unions. 

(4) Influence or coerce its employes in an effort to induce them 
to join or to remain members of such company unions. 

(5) Require any person seeking employment to sign a contract 
or agreement. promising to join or not to join a labor organization. 
And if such a contract has been enforced, the railroad is required 
to notify its employes by on appropriate order that said contract has 
been discarded and is no longer binding on them in anv way. 

It will be noted that these provisions do not prohibit any par- 
ticular variety of labor organization, but they do give the railroad 
employes absolute freedom of choice in joining such organizations 
without coercion or influence of any description on the part of the 
railroad managements; and they prohibit the latter from using rail- 
road funds to maintain any labor organization. In other words, 
managements must keep their hands off, so far as labor organiza- 
tions are concerned. 

I deem it my duty to see to it, so far as possible, that all 
provisions of the emergency railroad transportation act, 1933, are 
enforced, including the provisions above described. As a step in the 
enforcement of the latter, I am herewith sending to all carriers by 
railroad subject to that act a queStionnaire designed to develop the 
facts with respect to this matter. In addition and as a check I ex- 
pect, through my staffs, to make investigations of particular situa- 
tions on the ground. ; 

In the questionnaire I have included certain inquiries, going to 
some extent into the history of the so-called company unions, in 
view of the fact that in connection with my research into the need 
for further legislation to improve transportation conditions through- 
out the country, section 13 of the act makes it my duty to consider 
the “imvrovement of railroad labor conditions and relations. 


After reproducing the provisions of section 7 (e) of the 
emergency railroad transportation act, section 2 of the railway 
labor act and section 77, paragraphs (p) and (q) of the amend- 
ment to the bankruptcy act approved March 3, 1933, which para- 
graphs were, by section 7 (e) of the emergency railroad trans- 
portation act, made applicable by all carriers by railroad, the 
introduction to the coordinator’s questionnaire says: 


It is requested in accordance with the provisions if section 6 (a) 
of the emergency railroad transportation act, 1933, that each carrier 
by railroad subject to that act which maintains contractual relations 
with any organization of employes other than those railroad labor 
organizations which entered into the agreements of January 31, 1932, 
December 21, 1932, and Jnne 22, 1933, covering wages, hours, work- 
ing conditions and the handling of grievances, reply in full to the 
question contained in the attached questionnaire entitled ‘‘company 
union questionnaire.”’ 


Coordinator Eastman said that if any railroad so desired 
it might offer a separate brief or memorandum in support or 
justification of any practices or policy in connection with the 
matter under investigation disclosed by the answers in the 
questionnaire. He asked that the questions be authenticated 
under oath and be filed with him on or before October 1. 

The questionnaire contains fifty-three questions pertaining 
to the set-up of company unions, company union procedure, 
company union membership, company union finance, wage agree- 
ments with company unions, company union machinery for han- 
dling labor disputes and origin of company unions. 

Under the caption “origin of company unions” the coordina- 
tor asked whether, when company unions were first organized, 
did the respondent or any of its officers request employes in 
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any department to form themselves into such company unions. 
If so, the coordinator asked which employes were requested to 
do so. He asked the carrier. to give the name of each company 
union on respondent’s property which was organized in com- 
pliance with such request, also furnish copies of letters, cir- 
culars, bulletins, or instructions issued at the time and describe 
briefly activities of the respondent when it advised or assisted 
its employes in forming company unions. Each carrier was 
asked to answer separately for each of such company unions. 

Other questions calculated to disclose the history of the 
origin of company unions, the names of those who were instru- 
mental in bringing them into being, and, in fact, bring out data 
which might be deemed desirable by the regular organized 
labor unions in their fight with company unions follow: 


Were any requests of respondent to its employes to form com- 
pany unions made in response to the special resolution passed by the 
United States Railroad Labor Board, July 3, 1922, suggesting that 
those employes of the maintenance of equipment departments remain- 
ing in the service of the railroads subsequent to July 1, 1922, be 
organized for representation purposes in connection with future 
dealings with the United States Railroad Labor Board. Answer sepa- 
rately for each company union. 

In any department, class or sub-class of employment has re- 
spondent changed over from an agreement with any labor organ- 
ization party to the Chicago and Washington wage deduction agree- 
ments referred to in Question 3 to an agreement with a company 
union at any time since 1920? If so, give name of original organiza- 
tion or organizations with which agreements were held and name 
of company unions or unions holding present agreements. Also 
give reason or reasons for such change in each case. 

What outside services, if any, did respondent employ to assist, 
stimulate or encourage its employes to organize into company unions? 
Give names of companies or agencies so employed and furnish 
copies of contracts of respondent with such outside agencies. 

What outside services or agencies, if any, does respondent now 
employ to stimulate or maintain interest of employes in company 
unions and to encourage them to remain loyal and cooperative? r- 
nish copies of contracts for such services or with such agencies. 

Has respondent or any of its officers engaged in any activities 
since the emergency railroad transportation act, 1933, became effec- 
tive, seeking to induce, influence or coerce employes to retain their 
membership in any company union? If so, state nature of activities. 

Has respondent at any time since the organization of any com- 
pany union discharged any employe, directly or indirectly, for 
joining a labor organization other than a company union? If so, 
give names of employes and dates of discharge. 

Have any employes so discharged since the emergency railroad 
transportation act, 1933, became effective, been reinstated? 


The nature of the questions asked in that part of the ques- 
tionnaire captioned “Set-up of company unions” is indicated, it 
is believed, by saying that the carriers are asked to state in 
what department or branches of the service wages, hours, work- 
ing conditions and the method for adjusting grievances are 
established by agreement with company unions; to list the full 
official name of each company union and indicate what classes 
of employes are covered by agreements of such unions; to give 
the names, title and official addresses of the system and regional 
officer of each company union and indicate what the duties of 
each such officer are; to give the date when each company 
union was first organized as well as the date of first agreement 
between respondent and the unions; to state whether or not the 
official headquarters of each company union are located on the 
property of the railroad, and if so, what, if any, rental, is paid; 
to give the names, titles and addresses of all officers of the 
carriers who are members of any company union, indicating in 
each instance the union and kind of membership, whether 
regular, honorary, advisory or otherwise described or limited; 
and, to advise by whom and in what manner the original articles 
of organization or the constitution and by-laws of each company 
union were adopted and ratified. 

Among the questions asked under the caption “company 
union procedure” are the following: 


In the selection of local officers and representatives, if any, of 
each company union, does respondent control or influence nomina- 
tions; are elections held on company property; are they held during 
working hours and do employes vote on company time; does re- 
spondent in any way control or influence the local election; does 
respondent supervise or assist in the supervision of election; does 
respondent furnish or pay for the ballot in whole or in part; does 
respondent furnish clerical or otrer assistance in the counting of 
the ballots? 

In the election of system officers and representatives of each 
company union does respondent pay the expenses in whole or in 
part of delegates to convention or other meetings; does respondent 
supervise or influence the selection of such delegates; does respondent 
pay for convention hall or other meeting place or similar expenses; 
does respondent furnish or pay, in whole or in part, for ballots, 
or lend other aid to the convention or other election proceedings; 
if election of system officers is by system-wide ballot and not by 
convention are elections held on company property; are they held 
during working hours and do employes vote on company time; does 
respondent furnish or pay for the ballot in whole or in part; does 
respondent furnish any clerical or other assistance in the counting 
of ballot; does respondent furnish regular meeting places for the 
local branches, divisions, lodges, or committees of any company 
union? If so, give names of each union and indicate briefly where 
such meeting places are usually located. 


Under the caption “company union membership” the coor- 
dinator asks: “Is membership in any company union a condition 
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mercial and industrial stagnation, the railways 

of the country are the advance guard — clearing 
the way that industry may reach its objective — 
economic recovery. 

Shippers and receivers of merchandise freight through- 
out the country have learned that they may rely at all 
times upon the exactness of Precision Transportation — 
the merchandise freight service of the Norfolk and West- 
ern Railway. They buy, sell and ship with confidence — 
even during periods of price fluctuation and commercial 
uncertainty — knowing that their merchandise will arrive 
at its destination at an exact time and in perfect con- 
dition. Thus, the Norfolk and Western Railway, with its 
Precision Transportation, inspires confidence, boosts 
morale and clears the way for the forces of industry to 
march with colors flying to their objective — economic 
recovery. 

Ask your nearest Norfolk and Western representative 
to tell you about the record of Precision Transportation 
for safety, accuracy and speed in the movement of 
merchandise freight between the Virginia Seacoast and 
the Midwest. 


AR the war that America has declared on com- 
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of employment on respondent’s railroad? Another question is: 
“Have any officers or members of supervisory force of respondent 
since the emergency railroad transportation act, 1933, became 
effective cautioned or advised employes of respondent not to 
join organizatoins of labor other than the company union or 
unions recognized by the respondent?” 

Another question of that character is: “Have any officers or 
members of the supervisory force of respondent since the emerg- 
ency railroad transportation act, 1933, became effective, inter- 
viewed any employe or employes of respondent or conducted 
investigations of such employes to ascertain their intentions with 
respect to joining organizations of labor other than company 
unions?” 

Each carrier is requested to furnish a copy of any circulars 
issued or bulletin posted by it, since the emergency railroad 
transportation act became effective for the purpose of interpret- 
ing to the employes the so-called labor provisions of this act. 
Still another question is “has respondent required any of its 
employes to sign any contract of employment or agreement 
promising to join a company union? If anything of that sort 
has been done, the carrier is asked to furnish a typical copy of 
contract or agreement. Another question is, “has respondent 
required any of its employes to sign a contract of employment 
or make any agreement promising not to join a labor organiza- 
tion other than a company union; if so, furnish typical copy 
of contract or agreement.” 

Under the caption “company union finance” the carrier is 
requested to furnish information as to how each company union 
raises the funds necessary to meet its operating expenses. The 
company is also requested to say whether all employes covered 
by company unions but irrespective of membership in such 
unions are required to contribute fees, dues or assessments to 
the union. In other words, says the question, “is a compulsory 
check-off system for collecting company dues in effect?” The 
carrier is also asked to say whether it or any of its officers or 
members of its supervisory force urge or admonish employes by 
letter or interview to pay their dues or assessments to any 
company union upon complaint of the officer of such union 
that employes are in arrears. 

Each carrier is asked whether it furnishes office space, com- 
pany mail service, company telegraph and telephone service, 
printing and stationery, provide convention meeting places and 
audit accounts and books for the company union. In addition 
each carrier is asked to submit copies of wage agreements, 
original and present, and indicate what changes have been 
made in the agreement, why and by what method. Hach carrier 
is also asked to describe the machinery for handling a labor 
dispute, and to say as to whether the salaries or expenses of 
the company union or representatives on labor dispute boards 
are paid by the respondent. 


WESTERN RAILROADS MEET 


Bringing themselves in line with the expressed desire of 
Coordinator Eastman, the western railroads, at a meeting in 
Chicago, September 1, of the Western Association of Railway 
Executives, disbanded their committee on preventable waste 
and brought the activities that had been in process of develop- 
ment in that committee and various subcommittees under the 
regularly established committee of five appointed under the 
coordinator bill. Coordinator Eastman, in a statement to each 
of the three coordinating committees several weeks ago, took 
the position that the railroads should not attempt to avoid 
application of the labor provisions of the coordinator act by 
action through committees other than those constituted under 
that act. (See Traffic World, August 12, p. 267.) 

Six territorial subcommittees that had been functioning 
under the committee on preventable waste of the western lines 
were taken over by the coordinating committee of five. The 
latter is composed of Paul Shoup (chairman), F. W. Sargent, 
H. A. Scandrett, Ralph Budd, and Carl Gray. Chairmen of the 
territorial sub-committees are as follows: Central division, 
F. W. Sargent; Southwestern division, L. W. Baldwin; Rocky 
Mountain division, J. S. Pyeatt; Pacific Coast division, A. D. 
McDonald; Pacific Northwest division, Charles Donnelly; North- 
ern division, W. P. Kenney. Each subcommittee has a score 
or more members drawn from both operating and traffic sides 
of the railroads. 

H. G. Taylor, commissioner of western railroads, was elected 
executive secretary of the coordinating committee and E. C. 
Webster was elected assistant. 

Final action on a proposal to reduce the basic passenger 
fares in western territory was again postponed. It is under- 
stood, however, that the question has now become one of what 
will be the measure of the reduction, rather than as to whether 
there shall be a reduction. The committee of presidents ap- 
pointed to study the matter made a report, and after discus- 
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sion of the report the subject was sent back to the committe 
for further intensive consideration with particular emphas; 
on the desirability of plotting anticipated results under variory 
basic rates that have been proposed. The basis most frequentl; 
mentioned as favored by the advocates of a reduction is that 
of two cents a mile for coach travel and three cents in Pul. 
mans, with elimination of the Pullman surcharge. Whether the 
report of the committee made any recommendation ag to the 
level of the rates is not known, but it is understood to have 
approved a reduction from the present basic level of 3.6 cents 
a mile. 


EMPLOYES AND TAXPAYERS MEET 


Regulatory shackles and competitive handicaps crippling the 
railroads in their battle to retain their place of preeminence 
in the transportation world were the subject of exclamatory 
declarations and more deliberative discussion at a three-day 
meeting of the National Advisory Council of the Railway En. 
ployes’ and Taxpayers’ Associations, in Chicago, this week. 

More than seventy representatives of twenty-six state or. 
ganizations, roughly estimated to have a membership of between 
a million and two million voters, were present to give con. 
sideration to what has been and yet can be done, in and out 
of state legislatures, to equalize the competitive opportunities 
among the railroads and other transportation agencies. G. L, 
Phillips, fireman on the Kentucky and Indiana Terminal Rail- 
road, Louisville, Ky., presided as chairman of the meeting. 

The business of the meeting was largely the receipt of re. 
ports from the various organizations of progress made in their 
respective states and localities in the development of sentiment 
designed to promote the cause of the railroads and in obtain- 
ing favorable legislation in the states. The latter primarily 
had to do with legislation bringing highway operators under 
what the members regard as reasonable control and elimination 
of what are contended to be unfair advantages of the newer 
transportation agencies. 


No definite action by the Council was contemplated, it be- 
ing considered merely as a point of contact between the state 
and local organizations and, to some extent, a source of infor- 
mation and inspiration. There were a number of speakers on 
the program, including Paul Sckheunemann, traffic manager, 
Monarch Elevator Company, St. Paul, also president of the 
Citizens’ Transportation League of Minnesota; Samuel Botsford, 
executive vice president, Buffalo Chamber of Commerce, and 
W. R. Lence, managing director, Louisiana Tax Payers’ Asso- 
ciation. 


Mr. Scheunemann discussed the interest of the average 
business man in maintenance of an adequate railway system, 
illustrating his points by showing the effect of railway abandon- 
ment on his own particular business. 


Mr. Botsford spoke on the proposed St. Lawrence Seaway, 
to which he was violently opposed. He reviewed various 
economic arguments condemning construction of the seaway and 
capped that with a discussion of its relation to the national 
defense. 

Mr. Lence’s talk was a general discussion oi taxation, and 
its mounting burden on the individual citizen and business. 








NATIONAL TRANSPORTATION CONFERENCE 


The meeting in Chicago of the National Transportation 
Conference of 1933, scheduled for September 7 and 8, was post- 
poned to September 14 and 15. The Conference is engaged in 
a comprehensive survey of transportation problems with a 
view to assisting in the formulation of proposed legislation to 
be presented at the next session of Congress. It is composed 
of representatives of a wide variety of interests directly and 
indirectly concerned With transportation developments and pro- 
poses to hold alternate meetings in Chicago and New York 
throughout the fall months. (See Traffic World, August 19, 
p. 313.) 


SUSPENDED TARIFFS 


In I. and S. No. 3908, the Commission has suspended from 
September 1 until April 1 schedules in supplements Nos. 73, 
74 and 75 to Emerson’s I. C. C. No. 156. The suspended sched- 
ules propose to increase the rates on sugar, in carloads, from 
New Orleans, La., Port Chalmette, La., Mobile, Ala., and Pensa- 
cola, Fla., to Burlington, Davenport, Ft. Madison and Muscatine, 
Ia., and East Moline, Kirkwood, Moline and Rock Island, III. 
The following is illustrative, rates being in cents a 100 pounds: 


From New Orleans, La., 
B, 34. Proposed—A, 43; B, 38. 
A—Carload minimum 60,000 pounds. 
B—Carload minimum 80,000 pounds, 


to Burlington, Iowa. Present—A, 39; 
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WATERWAY CODES 


The Traffic World Washington Bureau 


A plan for cooperation between the railroads and the water 
lines that may be brought under an N.R.A. code of fair compe- 
tition so as to prevent destructive rate competition was dis- 
cussed at the office of Coordinator Eastman September 6, in 
furtherance of the idea put forth at a meeting in Chicago Sep- 
tember 1. Those participating in the conference agreed that 
it would be highly desirable if a plan could be made effective 
under which a standing committee representing both sorts of 
carriers would be set up by means of which both rail and water 
lines would be advised, in advance, as to reductions in rates 
contemplated with a view to meeting competition. 

Coordinator Eastman issued a memorandum about the con- 
ference, in which he said: 


The federal coordinator of transportation conferred this morning 

(Wednesday, Sept.- 6) with committees representing, respectively, the 
rail lines and the water lines. The railroads of the country collec- 
tively were represented by a committee made up of J. L. Eysmans, 
vice-president of the Pennsylvania, Paul Shoup, vice-chairman of the 
Southern Pacific, and A. R. Smith, vice-president_of the Louisville & 
Nashville. The water lines were represented by H. S. Noble and G. 
B. Wright, for the Association of Regulated Lake Lines; C. W. Cook 
and Oliver Caldwell, for the Gulf-Pacific Conference; H. L, Cricher 
and R. J. Narelle, for the Canal Carriers’ Association; Gen. T. r 
Ashburn, for the federal barge line; and C. W. Childress, for the 
Mississippi Valley Barge Line. The U. S. Intercoastal Conference was 
represented through R. A. Thackera and W. Rudrow, as observers. 
Admiral H. I. Cone of the United States Shipping Board was also 
resent. 
, It was agreed by all participating in the conference that it would 
be highly desirable if a plan could be made effective under which 
standing committees representing, respectively, the rail lines and 
the water lines in specified regions of the country would keep each 
other fully informed of all proposed reductions in rates for competi- 
tive reasons and discuss such proposed changes freely before at- 
tempting to make them effective, the idea being to promote stability 
in rates and discourage destructive competition. The plan would also 
eontemplate a similar interterritorial organization for purposes of 
discussion where proposed rate changes would affect more than one 
region. The representatives of the rail lines were disposed to con- 
cede that in the case of port-to-port rates the water lines are in 
general entitled to a differential under the corresponding rail rates, 
and that this principle could be extended, within reasonable limits, to 
joint rail-and-water rates. : 

The committee representing the rail lines is ready to proceed 
with the formulation of a definite plan to the above effect in col- 
laboration with a similar committee representing the water lines 
generally. The representatives of the water lines participating in the 
conference undertook to arrange for the formation of the latter com- 
mittee. Gen. Ashburn agreed to undertake the task of enlisting the 
cooperation of water lines which did not participate in this morning’s 
eonference. The Federal Coordinator of Transportation believes it 
very desirable that such cooperation should be assured, and is hope- 
ful that it will be tendered. 


In accordance with the understanding reached in the con- 
ference between rail and water lines, General Ashburn has 
called a meeting of all common and contract carriers by water 
at the Willard Hotel, Washington, September 20, with a view 
to organizing regional committees corresponding to railroad 
regional committees, which, in turn, will form an executive 
committee to deal with similar railroad committees to promote 
cooperation and prevent unfair competition or rate cutting. 
General Ashburn has addressed a letter to as many carriers 
as possible, but has asked that any reader of this paragraph 
who has not received a letter consider it an invitation from 
him. 

Barge Lines’ Code 


Officials of the national recovery administration take the 
position that final determination has not been made with respect 
to the question of whether or not, if a code of fair competition 
is approved for application to barge lines operating on the 
inland waterways, such code will apply to the Inland Water- 
ways Corporation, the government barge line agency. 

Major General T. Q. Ashburn, president of the Inland Water- 
ways Corporation, has circulated a letter from Lester G. Wilson, 
formerly but not now with the N. R. A, that the government 
barge line, being a public institution or agency, is not to be 
subject to a code. (See Traffic World, Sept 2.) 

It was stated at the N. R. A. offices that the statement 
made by Mr. Wilson presumably was based on a general ruling 
of the Attorney General that government employes were not 
subject to the N. I. R. A. 

As announced in The Traffic World last week, William H. 
Davis, of New York, has been made deputy administrator of 
the N, R. A, to have charge of codes relating to trans-oceanic, 
intercoastal, coastwise, Great Lakes, and river and harbor 
shipping. 

When asked with reference to the adoption of a code for 
the barge lines and whether or not such a code would apply to 
the government barge line, Mr. Davis said the administration 
recognized the difficulties in that particular situation and wished 
to get all the facts to work it out. He suggested that the 
privately owned and operated barge lines submit a code with 


The Traffic World 





PAGE 429 





provision therein that its acceptance by the industry was con- 
tingent on the provisions also being applied to the government 
barge line operations. He said the administration would con- 
sider such a code. 

Mr. Davis had knowledge of the letter circulated by Gen- 
eral Ashburn but he stated that there was nothing final as to 
whether or not the government barge line would be exempt 
from code provisions. 

The administration faces a similar situation with respect to 
steamship lines of the Merchant Fleet Corporation operated by 
steamship companies under agreements with the government 
agency. If the privately owned and operated steamship com- 
panies file a code, as they are planning to do, the question of 
what shall be done with the Fleet Corporation lines will have to 
be decided. 

General Ashburn, when asked about the circulation of the 
letter received by him from the national recovery administra- 
tion which in effect was that the government barge line was 
not subject to the recovery act, said he was bound by that 
ruling until some other instructions to the contrary were re- 
ceived by him. The reply was made to an inquiry made by 
General Ashburn as to whether he could sign the President’s 
reemployment agreement or formulate a code. General Ash- 
burn said his personal opinion was that, if other barge line 
operators were subject to a code, the government barge line 
should comply with the provisions of the code as far as possible. 





At a meeting in Chicago, September 1, of some twenty 
representatives of the various groups of operators on the water- 
ways of the country it was decided to seek a meeting in Wash- 
ington, with Coordinator Eastman and the committee appointed 
by the railroads to meet the waterway representatives the 
following week. No definite information as to the nature of the 
matters discussed or action taken could be obtained at the 
close of the meeting. One of those in attendance said it had 
been decided to withhold all publicity, for fear that press ac- 
counts might prejudice the outcome of the meeting to be had 
with the railroad representatives. Beyond the fact that all the 
various barge and shipping interests were in accord as to 
a policy to be followed, nothing could be given out, it was 
said. 

It is generally understood that the waterway operators are 
concerned over the competitive situation that will result from 
application of codes, under the N.R.A., to the shipping and 


_ barge services, in view of the fact that the administration has 


said the railroads are not subject to the act. Among other 
things, it is argued, if the shipping and barge services bind 
themselves to definite rate schedules under the codes, they 
would be at the mercy of the railroads, or might find them- 
selves in a position where they could not make rate adjust- 
ments as readily as the railroads. 

Elimination of various competitive wastes in solicitation 
and in other connections is also said to have been considered. 
Inéreased costs that are expected to result for the waterway 
operators as a result of wage and hour limitations: set up in 
codes and the relation of that to the problem of competition 
with the railroads is thought to be one of the principal causes 
of concern. 

All of the principal groups of waterway carriers, including 
coastwise and intercoastal lines, the lake carriers, New York 
canal operators, and the Mississippi Valley barge services were 
represented. 


WATERWAY FUNDS ALLOTTED 


The waterway projects and the amount of money that will 
probably be spent on each one under the allotment of $70,000,000 
announced by Public Works Administrator Ickes are as follows, 
according to the War Department: 


Caloosahatchee River and Lake Okeechobee Drainage Areas, 
Florida, $4,200,000. 

Great Lakes connecting channels—St. Marys River, Michigan, 
$175,000; channel between Mackinac Island and Round Island, Mich- 
igan, $300,000; St. Clair River, Michigan, $1,700,000; channels in Lake 
St. Clair, Michigan, $382,300; and Detroit River, Michigan, $2,000,000. 

Seacoast harbors—Atlantic—New York Harbor: Hudson River 
Channel, New York, $700,000; Bay Ridge and Red Hook Channels, 
New York, $175,000; East River, New York, $1,400,000: Buttermilk 
Channel, New York, $100,000; New York and New Jersey Channels, 
$390,000; Cut-off Channel, Raritan River to Arthur Kill, New Jersey, 
$600,000; Boston Harbor, Massachusetts, $800,000; Cape Cod Canal, 
Massachusetts, $4,600,000; New Haven Harbor, Connecticut, $292,000; 
Delaware River, Philadelphia to the Sea, $495,000: Delaware River at 
Marcus Hook, $410,000; Delaware River, Philadelphia to Trenton, 
$1,000,000; James River, Virginia, $385,000; Charleston Habror, South 
Carolina, $94,000; Brunswick Harbor, Georgia, $180,000; St. Johns 
River, Florida, Jacksonville to the Ocean, $200,000; Fort Pierce Inlet, 
Florida, $250,000; Miami Harbor, Florida, $140,000. 

Seacoast Harbors—Gulf—Tampa and Hillsboro Bays, Florida, 
$727,500; St. Andrews Bay, Florida, 435,000; Pensacola Harbor, Florida, 
$177,000; Mobile Harbor, Alabama, $50,000: Gulfport Harbor and Ship 
Island Pass, Mississippi, $50,000; Sabine-Neches Waterway, Texas, 
$1,500,000; Galveston Harbor and Channel, Texas, $15,000; Galveston 
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Harbor to Texas City Channel, Texas, $219,000; Houston Ship Channel, 
Texas, $1,500,000; Freeport Harbor, Texas, $126,500; Port Aransas, 
Texas, $210,000, and Brazos Island Harbor, Texas, $2,500,000. 

Seacoast harbors—Pacific—San Diego Harbor, California, $124,500; 
Los Angeles and Long Beach Harbors, California, $1,650,000; Monterey 
Harbor, California, $240,000; Richmond Harbor, California, $95,000; 
San Joaquin River Stockton Channel, California, $990,000; San Fran- 
cisco Harbor, California, $275,000; Columbia and Lower Willamette 
Rivers below Vancouver, Washington and Portland, Oregon, $426,500; 
Tacoma Harbor, Washington, $50,000; Lake Washington Ship Canal, 
Washington, $180,000; Wrangell Narrows, Alaska, $142,000. 

Great Lakes Harbors—Duluth-Superior Harbor, Minnesota and 
Wisconsin, $1,276,000; Ashland Harbor, Wisconsin, $208,000; Niagara 
River, New York, $80,000; Agate Bay Harbor, Minnesota, $73,700; 
Calumet Harbor and River, Illinois and Indiana, $2,092,700; Indiana 
Harbor, Indiana, $937,000; Cleveland Harbor, Ohio, $485,000; Ashta- 
bula Harbor, Ohio, $575,000; Buffalo Harbor, New York, $804,000; 
Conneaut Harbor, Ohio, $1,077,000; Lorain Harbor, Ohio, $745,000; 
Marquette Harbor, Michigan, $79,200; Port Washington Harbor, Wis- 
consin, $625,000; Milwaukee Harbor, Wisconsin, $25,000; Ogdensburg 
Harbor, New York, $187,000: Toledo Harbor, Ohio, $2,930,000, and 
Detroit River, Michigan, $17,000. 

Seacoast harbors—Hawaiian Islands—Honolulu Harbor, territory 
of Hawaii, $792,000; Kaunakakai Harbor, territory of Hawaii, $120,000, 
and Port Allen Harbor, territory of Hawaii, $680,000. 

; _ harbors—Puerto Rico—Mayaguez Harbor, Puerto Rico, 
179,000. 

Rivers—Hudson River, New York, Troy to Waterford, $236,000; 
Alabama River, Alabama, $140,000; Black Warrior, Warrior and Tom- 
bigbee Rivers, Alabama, $80,000; Wolf River, Tennessee (Memphis 
500 OND $738,000, and Mississippi River, Ohio, to Illinois Rivers, 

Ohio River—Lock and dam construction, $2,450,000; open channel 
work, $1,425,000; Cumberland River, Tennessee and Kentucky, $868,000; 
Green and Barren Rivers, Kentucky, $60,000; Kanawha River, West 
Virginia, $6,015,000; Allegheny River, Pennsylvania, $900,000, 
Illinois River, Illinois, $910,000. 

Ocean inlets—East Rockaway (Debs) Inlet, New York, $70,000. 

Intracoastal waterways—Cape Fear River, North Carolina, to Win- 
yah Bay, South Carolina, $1,250,000; Winyah Bay to Charleston, South 
Carolina, $1,000,000; Jacksonville to Miami, Florida, $2,000,000; Lou- 
isiana-Texas intracoastal waterway, New Orleans to Galveston section, 
$872,000, and Petit Anse, Carlin and Tigre Bayous, Louisiana, $38,500; 
total, $68,691,400. 


The Secretary of War has approved an allotment of $52,000 
for operation and care of locks and dams on the Mississippi 
between Clarksville, Mo., and the Wisconsin River (Keokuk 
Lock, Ia.). 

The Secretary of War has approved the following allotment 
of funds: Miami Harbor, Fla., $175,000. 

The chief of engineers, Major General Lytle Brown, has 
approved the following awards of contracts: R. T. Clark Com- 
pany, Inc., Morrisey Construction Co., and John W. Noble, 
Natchez, Miss., $197,191.50, Vicksburg district; E. F. Powers 
Construction Co., West Palm Beach, Fla., $398,652, Vicksburg 
district; Horton, Price, Morrow, Greeson, Harris & Brandenburg, 
Lake Providence, La., $309,624, Vicksburg district, Miss. 


and 


NEW WATERWAYS CHIEF ENGINEER 


Lieutenant Colonel Glen E. Edgerton, corps of engineers, 
of the Army, has been assigned as chief of the river and harbor 
section, office chief of engineers, in Washington. Colonel Edger- 
ton has recently arrived from Rock Island, IIll., where since 
December, 1930, he was district engineer of the Rock Island 
district and had charge of improvement work on the Mississippi 
River between the Illinois and Wisconsin Rivers. 

As Chief of the river and harbor section in the office of 
the chief of engineers he will have the responsibility of ad- 
ministering the engineering work of improving and maintaining 
waterways in the rivers, harbors and canals over the United 
States. Before going to Rock Island, Colonel Edgerton had 
been at West Point as assistant professor of civil and military 
engineering. Between 1925 and 1929 he was chief engineer of 
the Federal Power Commission with station in Washington. In 
the World War, Colonel Edgerton commanded the 214th Engi- 
neers and was division engineer of the 14th Division. Colonel 
Edgerton relieves Colonel John J. Kingman, who has been as- 
signed as district engineer at Providence, R. I. 


INTERCOASTAL TARIFF RULES 


An order has been issued by John Dickinson, acting Secre- 
tary of Commerce, for the purpose of clarifying regulations 
prescribed heretofore by the Shipping Board in Tariff Circular 
No. 2, governing the publication, posting and filing of schedules 
by carriers subject to the intercoastal shipping act of 1933. The 
order follows: 


In clarification of the regulations prescribed by the United States 
Shipping Board on April 26, 1933, pursuant to section 2 of the inter- 
coastal shipping act, 1938, and pursuant to authority vested in me 
by law, I hereby amend such regulations by the addition thereto of 
the following rules: 

Rule 9. Effective Date of Schedule. No schedule of rates, fares or 
charges or classifications, rules, regulations or practices, shall be- 
come effective earlier than thirty (30) days after date of the posting, 
as required by law, and the filing thereof with the Department of 
Commerce (successor agency to United States Shipping Board) at the 
office of the United States Shipping Board Bureau, Department of 
Commerce, unless the Department of Commerce, in the exercise of 
its discretion and for good cause shown, shall permit such schedule 
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or any part thereof to become effective upon less than the period of 
thirty (30) days specified in this rule. 

Rule 10. Notice. The notice provided for in the various sections 
of the intercoastal shipping act, 1933, begins to run from the time 
the schedule is received by the United States Shipping Board Bureay 
Department of Commerce, for filing. y 

Rule 11. Application for Permission to Shorten Notice of Effec. 
tive Date of Schedules. Application for permission to make changes 
in rates, fares or charges or classifications, rules or regulations which 
have been filed and posted, as required by law and/or by these regy. 
lations, or to make new schedules, effective earlier than thirty (39) 
days after date of posting and filing, shall be made in the form of a 
petition, sworn to by an officer of the petitioning carrier, which must 
contain and specify the unusual and emergent conditions relied upon 
as justification for the granting of such application. Applications 
which fail to strictly comply with this rule will be rejected. 

The rules and regulations as originally issued raised some 
questions as to the specific requirements with respect to spe. 
cial permission from the Secretary of Commerce, successor to 
the United States Shipping Board, when a carrier desired to 
issue his first tariff on less than thirty days’ notice, particularly 
with reference to rule 3 (f). i 

Under the amended rules, Rule 9, cites specifically that the 
thirty days’ requirement applies to all tariffs and schedules, 
Rule 10 provides that all advance notice periods required begin 
to run from the time the schedule ig filed with the Shipping 
Board Bureau of the Department of Commerce. Rule 11 re. 
quires that application for special permission to issue tariffs 
on short notice must be in the form of a petition sworn to by 
an officer of the petitioning carrier and must specify the special 
circumstances relied upon ag justification for the granting of 
the special permission. 


SHIPPING BOARD HEARINGS 


The division of regulation and traffic of the Shipping Board 
Bureau, Department of Commerce, will conduct a hearing in 
the navy building, Washington, beginning at 10 o’clock Friday, 
September 15, in connection with the order of the Secretary of 
Commerce of August 25 suspending the Girdwood Shipping Co.'s 
schedule SB-I No. 2 naming rates from Gulf ports to the Pacific 
coast. This schedule, filed in lieu of the Girdwood Shipping Co.’s 
schedule SB-I No. 1, previously rejected, was suspended by the 
Secretary of Commerce on the ground that it involved unlawful 
rates, rules, regulations, classifications and practices, and the 
hearing on September 15 is part of the investigation to deter. 
mine whether such unlawfulness exists. Pending the outcome 
of the investigation relative to its SB-I No. 2, the Girdwood 
Shipping Co. has been permitted, under a special tariff SB-I 
No. 3, to sail two vessels on this route carrying commodities, 
transportation for which has been previously contracted for 
with shippers. 

The hearing by the Shipping Board Bureau of the Depart- 
ment of Commerce, originally set for September 7 at Duluth, 
Minn., in Docket No. 109, petition of Western Transit Co. in 
re Conference Agreement No. 198, among the Cleveland & Buf- 
falo Transit Co., Detroit & Cleveland Navigation Co., Great 
Lakes Transit Co. and Detroit Trust Co., receiver for Minnesota- 
Atlantic Transit Co., approved by the Shipping Board on Feb- 
ruary 1, 1933, under authority of Section 15 of the shipping 
act, 1916, has been postponed to September 14. This agreement 
is alleged to be unjustly discriminatory and unfair as among 
carriers, shippers and ports, and detrimental to the commerce of 
the United States. 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


An outstanding feature of the full cargo market in the last 
week was the greatly increased activity in the grain trade with 
an advance in rates in the case of one fixture reported. Heading 
a list of about ten fixtures was a steamer closed for 34,000 quar- 
ters from Mértreal to Antwerp at 6% cents for late September 
loading or 6% cents Rotterdam basis. All fixtures were from 
Montreal. In addition to the increased full cargo activity in 
grain, berth business out of Montreal and New York was brisk. 

The time charter market also experienced an active week, 
though charters were mostly confined to the West Indies and 
Canadian trades with the exception of one vessel taken for a 
period in the American intercoastal trade. This was an Amer- 
ican steamer of 2,714 net tons, done on private terms for prompt 
loading. 

Several fixtures of trans-Atlantic sugar cargoes were col- 
summated, among them a 6,500-ton steamer from three ports in 
Cuba to United Kingdom-Continent at 13s for early November 
and a 3,020-ton vessel from Cuba to United Kingdom-Continent 
at 12s 3d for September. 

One of the most interesting of the recent fixtures was that 
of a steamer to take case oil from Port Arthur to Australia, 
September loading. No details were given but it is understood 
that this is the first full cargo fixture of this kind since 1929. 

The lumber and coal trades continue lifeless. The tankers 
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jivision Was somewhat less active than previously reported, a 
clean vessel fixed out of the Gulf for Dunkirk and another from 
the North Atlantic being the principal charters of interest. The 
latter, a vessel of 7,500 tons, was done at 7s for September and 
at 8s 4d if loaded in the Gulf, with option for two additional 
yoyages at 7s and 8s 3d, respectively. 

The improvement in the full cargo trades shown in July was 
continued in August, according to the Pacific freight market 
report of the General Steamship Corporation. Business moved 
in an orderly manner with a slight upward tendency in rates and 
while there does not appear to be any great demand for ships 
or space on ships, berth vessels in the various trades are re- 
ported as running comfortably full and space is not going begging 
at any price as heretofore. All signs, the summary states, point 
to a continuation of fair business, with probably increased activ- 
ity in the fall. 

The grain trade, however, was slow, with no full cargoes 
closed in the China-Japan trade and rates in the neighborhood 
of $2.10 to $2.25 per ton for Japan and $2.50 to $2.75 for China. 
Rates in the United Kingdom-Continent trade remain close to 
previous low levels, with space obtainable during August at 
about 13s for main ports of call and 15s for some of the smaller 
ports. Some inquiry has developed for intercoastal grain cargoes 
but no fixtures have been consummated, 

Japan lumber rates eased off slightly in the month, while 
owners in the China trade are holding off for an expected in- 
crease in rates, prompt space being about $5.25 per 1,000 feet 
at present. No Australian business was reported. Intercoastal 
business continued in fair volume. 

Time chartering continued in fair volume but most charters 
were for short trips. The tanker market was generally quiet. 

The Merchants’ Association of New York has been informed 
that effective for shipments arriving in Nicaragua on and after 
September 9, bills of lading must show the kind of merchandise, 
its weight or measurement and the total amount of the freight 
and other charges by the ocean carriers. The Nicaraguan Cus- 
toms will impose a penalty of from 2 to 5 cordobas for failure 
to comply with this regulation, 


STEAMSHIP CODE 


A code of fair competition covering American ships on the 
Atlantic, Pacific, and Gulf coasts and the Great Lakes will soon 
be submitted to the N. R. A. by a committee of the American 
Steamship Owners’ Association, of which J. Caldwell Jenkins is 
chairman. The committee has been at work on the code for 
seven weeks. One of the objections that had to be overcome 
before work could be done was a belief among ship owners 
that a code was not necessary. 


McCORMICK STEAMSHIP OFFICES 


An error was made in printing the list of eastern offices of 
the McCormick Steamship Company as shown in its advertise- 
ment on the front cover of the August 26 Traffic World. This 
is the list as it should have appeared: 


PHILADELPHIA 
560 Drexel Bldg. 
Phone: Lombard 4360 


NEW YORK 

1032 Whitehall Bldg. 
Phone: Murray Hill 2-6900 
BALTIMORE 

Baltimore Trust Co. Bldg. 
Phone: Calvert 6234 


PITTSBURGH 

The Koppers Bldg. 
Grant St. & 7th Ave. 
Phone: Atlantic 7725 


CHICAGO 

E. L. McConnaughey & Co. 
327 So. La Salle St. 

Phone: Webster 2371 


NORFOLK 
Taylor & Andrews Law Bldg. 
Phone: 25371 


GROWTH OF MOTOR SHIP FLEET 


A steadily increasing proportion of motor ships in the total 
tonnage passing through the Suez canal is revealed in a report 
from Consul Horace Remillard, Port Said, made public by the 
Commerce Department. 

Ten years ago, the report shows, this type of vessel ac- 
counted for something less than 4 per cent of total canal traffic, 
While in 1932 the ratio had risen to 28% per cent. 

Despite the general trade depression in the last few years, 
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motor ship traffic has continued to increase while steamship 
tonnage has declined each year since 1929. 

The decline in steam vessels is attributed, according to 
the report, to the fact that the running expenses of a ship 
using coal are lower, and consequently, some ship owners prefer 
to send their vessels via the Cape of Good Hope to Australia 
and the Dutch East Indies rather than pay the dues imposed 
by the Suez Canal Co. 

Motorships flying the British flag account for the largest 
tonnage of this class transiting the canal. Dutch, Italian, Ger- 
man, Norwegian and Danish ships follow in the order named. 


WATER CARRIER AGREEMENTS 
The followiing agreements filed in compliance with section 
15 of the shipping act, 1916, as amended, have been approved 
by the Secretary of Commerce: 


Portuguese American Passenger Conference (217)—Agreement 
between Cosulich Societa Triestina di Navigazione (Cosulich Line), 
Compagnie Generale de Navigazione a Vapeur (Fabre Line) and 
National Steam Navigation Company, Limited, of Greece (Greek 
Line), to strictly apply rates and commissions specified in the agree- 
ment in connection with transportation of cabin, second, tourist and 
third class passengers between Lisbon and the Azores and ports of 
the United States. The agreement terminates October 4, 1933. 

U. S. Atlantic Coast to China, Janan and/or Phnlippine Islands: 
2300—American-Hawaiian Steamship Co. with Nippon Yusen Kaisha: 
This agreement covers through shipments from United States At- 
lantic Coast ports to ports in China, Japan and/or Philippine 
Islands, with transshipment at Seattle. This agreement supersedes 


and cancels Agreement No. 427. 

Pacific Coast to Europe: 2436—Shepard Steamship Co. with 
Isbrandtsen-Moller Co., Inc.: This agreement covers through ship- 
ments from Pacific Coast ports to European ports of call of Isbrandt- 
sen-Moller Co., Inc., with transshipment at New York. 

Philippine Islands, China and Japan to U. S. Gulf: 2468—Dollar 
Steamship Lines, Inc., Ltd., with Swayne & Hoyt, Ltd. (Gulf Pacific 
Line): This agreement covers through shipments from the Philip- 
pine Islands, China and Japan to United States Gulf ports, with 
transshipment at San Francisco and or Los Angeles Harbor. 


Agreement Modified 


United States Intercoastal Conference (207-1): Modification re- 
cording admissions to membership in the United States intercoastal 
Conference of Pacific Coast Direct Line, Inc., and Weyerhaeuser 
Timber Company upon the same terms and conditions as other parties 
to the agreement, except that these two carriers reserve the right to 
withdraw from Conference membership at any time upon. forty-five 
days’ written notice and also to terminate their membership as to 
September 30, 1933, in the event that any of certain resignations 
of present members now pending become effective. . 


IPPANAMA CANAL TRAFFIC 
(Panama Canal Record) 

The total vessels of all kinds transiting the Canal in July 
in the two preceding years and in 1933 are shown in this 
tabulation: 

July, 1931 July, 1932 July, 1933 
326 401 


Commercial ocean vesselS .........eee06 6 


Commercial launches (under 20 tons)... 5 6 8 

Noncommercial vessels: 
United States Government.......... 34 33 31 
Vessels transiting solely for repairs.. 2 4 1 
Total 441 


Scn0niee dee Jesle seed cdecceeew 447 369 


AERONAUTICS BRANCH SET-UP 


The new officers of the aeronautics branch of the Depart- 
ment of Commerce, according to an announcement by Secretary 
Roper, have submitted their preliminary reports to him cover- 
ing studies of operating costs of their divisions for the current 
fiscal year. The studies were initiated by Mr. Roper in order 
to conform to the administration policy of keeping ordinary 
expenditures within the governmental income within this branch. 
With regard to the results of the survey, Secretary Roper said: 


Our studies up to the present time indicate that we can, under 
our present allotment, operate all facilities on the three principal 
trans-continental routes and on the west coast route from Seattle 
to Los Angeles in entire safety, which will include the restoration 
of full time operation of all of the airway lights on these routes. 
Full time operation of the lights on connecting lines will require an 
additional expenditure of $120,000 for the balance of this year. It is 
my well-considered opinion that this is important in the interest 
of the preservation of safety of life, and consequently I shall ask the 
director of the budget for this additional amount. 

The part-time operation of airway lights was an experiment ccn- 
ducted in an attempt to economize. It was initiated by the exec- 
utive board of the Aeronautics Branch on March 17, 1933. At that 
time the board was composed of Clarence M. Young, Assistant Secre- 
tary of Commerce for Aeronautics, F. C. Hingsburg, chief engineer of 
airways, Col. H. H. Blee, director of aeronautical development, ard 
Gilbert C. Budwig, director of air regulation. 

Inasmuch as it required several months to effect a reduction 
in the hours of lighting on the airways because of the necessity for 
making mechanical readjustments at each beacon, it was not until 
this interval elapsed that the reduction in lighting became a matter 
of comment, and its effect upon the safety of air transportation a 
matter of concern... We now find that there is, on the part of 
many, an anticipated danger to life, and in view of this steps have 
already been taken to correct this. 

Radio and other communication facilities will continue to be 
operated in a manner affording full protection to life and property. 
The policy of providing adequate emergency landing fields approx- 
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imately every fifty miles will be maintained. Activities of the air 
regulation division have diminished as the result of the economic 
depression, yet no appreciable decrease in the number of inspectors 
was made prior to July 1. 

Applications for new pilot, airplanes and mechanic’s licenses 
have fallen off greatly as a result of the depression. Production of 
new aircraft and engine designs requiring engineering analyses and 
tests, and the issuance of approved type certificates had dropped 
approximately 50 per cent since 1930. 

Accidents requiring investigation have been appreciably reduced. 
Relatively few new airports are being eStablished and these can be 
engineered by private engineers without competition of the govern- 
ment. It is, therefore, evident that an appreciably reduced force of 
aeronautical inspectors, engineers and airport specialists can com- 
petently handle the reduced volume of work along the lines men- 
tioned above. 

There has been no changes in the policy or personnel in the 
medical section except through voluntary resignations. While there 
have been a large number of employes dropped from the pay rolls 
of the various divisions in order to effect economies, the replacements 
have been limited to the appointment of six men to positions that 
directly involve carrying out the policies of this administration. 
Each of these men has had extensive aeronautical experience. Such 
expjerience will be criterion in any future appointments. 

During the fiscal year 1933 the Aeronautics Branch operated at 
a cost of $7,339,000. On the basis of present estimates we wilil 
operate on approximately $2,000,000 less than that amount. Safety 
is and shall continue to be our paramount consideration, to be 
guarded at all times with the utmost care and solicitude, and I wish 
to say again, with the greatest emphasis, that so long as I am 
Secretary of Commerce no step will be taken that will in the least 
jeopardize the safety of air travelers. We shall continue our studies 
with a view to advancing aeronautics in every possible way, co- 
operating fully with the industry. 


SAFETY ON AIR LINES 


Answering charges that “excessive economies” in the ad- 
ministration of the work of the aeronautics branch of the 
Commerce Department threatened the efficiency of aids to air 
navigation and that pilots and passengers might thus be placed 
in peril, Secretary Roper in an address September 1, at Kansas 
City, Mo., said in his opinion there need be no occasion for 
apprehension on that subject. 

“So long as I am secretary of commerce no 
taken knowingly that will jeopardize the safety 
elers,” said he. 


step will be 
of air trav- 


AIR TRANSPORT CODE 


The national recovery administration has taken under con- 
sideration the provisions of a code for the air transport in- 
dustry, hearings on it having been completed. At the final 
hearing Fiorello H. LaGuardia, former member of Congress 
from New York, denounced as disgraceful and shameful a pro- 
vision for minimum pay of $250 a month for air pilots. Lester 
D. Seymour, president of American Airways, presenting a state- 
ment in behalf of the Aeronautical Chamber of Commerce, Inc., 
said that that minimum was not meant to fix a prevailing rate 
of pay. He said that pilots now averaged from $6,000 to $11,000 
a year. A. V. Lovell, representing the Brotherhood of Locomo- 
tive Firemen and Enginemen, said that pilots should be paid 
on a mileage basis because, he said, the ever-increasing speed 
of airplanes decreased the pilots’ wages. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended August 26 
totaled 631,998 cars, according to the car service division of the 
American Railway Association. 

This was a decrease of 2,847 cars under the preceding week 
this year, but an increase of 94,231 carg above the corresponding 
week in 1932. It was, however, a reduction of 131,553 cars be- 
low the corresponding week in 1931. 

Grain and grain products, live stock and coal showed in- 
creases over the preceding week, but coke, ore, forest products, 
miscellaneous and merchandise less than carload freight showed 
decreases, for the most part, small. All commodities showed 
increases over the corresponding week last year except live 
stock, grain and grain products and merchandise less than car- 
load freight. 

Miscellaneous freight loading for the week of August 26 
totaled 216,087 cars, a decrease of 6,411 cars under the preced- 
ing week, but an increase of 27,941 cars above the correspond- 
ing week in 1932. It was, however, a decrease of 66,027 cars 
under the same week in 1931. 

Loading of merchandise less than carload lot freight totaled 
168,507 cars, a decrease of 374 cars below the preceding week, 
2,569 cars below the corresponding week last year, and 46,084 
cars below the same week two years ago. 

Grain and grain products loading for the week totaled 28,677 
cars, an increase of 79 cars above the preceding week, but 
9,294 cars below the corresponding week last year and 11,543 
cars below the same week in 1931. In the Western districts 
alone, grain and grain products loading for the week ended Au- 
gust 26 totaled 18,800 cars, a decrease of 7,182 cars below the 
same week last year. 
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Forest products loading totaled 26,644 cars, 231 cars below 
the preceding week, but 10,036 cars above the same week jp 
1932. It was, however, 1,382 cars below the same week in 193), 

Ore loading amounted to 37,366 cars, a decrease of 18 cars 
below the week before, but 30,156 cars above the corresponding 
week in 1932, and 2,439 cars above the same week in 1931. 

Coal loading amounted to 129,624 cars, an increace of 3,307 
cars above the preceding week and 34,936 cars above the cor. 
responding week in 1932, but 4,864 cars below the same week 
in 1931, 

Coke loading amounted to 6,368 cars, 607 cars below the pre. 
ceding week, but 3,488 cars above the same week last year, and 
1,500 cars above the same week two years ago. 

Live stock loading amounted to 18,725 cars. an increase of 
1,408 cars above the preceding week, but 463 cars below the 
same week last year and 5,592 cars below the same week two 
years ago. In the Western Districts alone, loading of live stock 
for the week ended August 26 totaled 14,541 cars, a decrease of 
146 cars compared with the same week last year. 

All districts except the Central Western reported increases 
in the total loading of all commodities compared with the same 
week in 1932. All districts reported decreases compared with 
the corresponding week in 1931. 

Revenue freight loading by districts for the week ended 
August 26, as compared with the corresponding period of 1932, 
was reported as follows: 


Eastern district: Grain and grain products, 4,983 and 5,935; live 
stock, 1,763 and 1,837; coal, 29,250 and 21,576; coke, 1,637 ‘and. 877; 
forest products, 1,920 and 1,447; ore, 2,962 and 1,533; merchandise, 
L. C. L., 46,761 and 45,097; miscellaneous 52,005 and 41,647; total, 
1933, 141,381; 1932, 119, 949: 1931, 170,614. 

‘Allegheny district: Grain and grain products, 2,379 and 2,755; 
live stock, 1,475 and 1,451; coal, 34,908 and 21,779; coke, 2,821 and 955; 
forest products, 1,175 and 856; ore, 1, 490 and 603; merchandise, A a 
33,317 and 34, 472: miscellaneous, 44,600 and 35, 874; total, 1933, 128, 165: 
1932, 98,745 ; 1931, 150,671. 

Pocahontas district: Grain and grain products, 231 and 297; live 
stock, 190 and 304; coal, 36,940 and 26,082; coke, 213 and 146; forest 
products, 878 and 357; ore, 166 and 24; merchandise, L. C. oo 5,122 
and 4,998; miscellaneous, 5 272 and 4,612; total, 1933, 49, 012; 1932, 36, 820; 
1931, 49, 172. 

Southern district: Grain and grain products, 2,284 and 3,002; live 
stock, 756 and 909; coal, 15,547 and 14,349; coke, 289 and 222; forest 
products, 7,818 and 5,479 ; ore, 714 and 119; merchandise, ee es 
28,379 and 29,142; miscellaneous, 27,959 and '25, 800; total, 1933, 83, 746 
1932, 79,022; 1931, 105,059. 

Northwestern district: Grain and grain products, 9,402 and 11,884; 
live stock, 5,728 and 4,900; coal, 4,575 and 3,221; coke, 1,197 and 505, 
forest products, 6,779 ‘and. 3, 196; ore, 24,113 and 3,013 ; merchandise, 
is ©. ts, 19,000 and 20,754; miscellaneous, 22,493 and 22,941; total, 
1933, 94, 189; 1932, 70,414; 193i, 111,564. 

Central western district: Grain and grain products, 6,775 and 
10,531; live stock, 6,972 and 7,707; coal, 5,242 and 5,231; coke, 122 and 
87; forest products, 4,530 and 2, 891; ore, i, 704 and i, 806; merchandise, 
L. C. C., 22,607 and 23,646; miscellaneous, 38,644 ‘and. 35,126; total, 
1933, 86, 596; 1932, 87,025; 1931, 117,193. 

Southwestern district: Grain and grain products, 2,623 and 3,567; 
live stock, 1,841 and 2,080; coal, 3,162 and 2,450; coke, 89 and 88; 
forest products, 3,544 and 2,382; ore, 217 and 112; merchandise, 
L. C. L., 12,419 and 12,967; miscellaneous, 25,114 and 22, 146; total, 1933, 
49,009; 1932, 45,792; 1931, 59,278. 

Total, all roads: Grain and grain products, 28,677 and 37,971; live 
stock, 18, 725 and 19,188; coal, 129,624 and 94, 688; coke, 6,368 and 2, 880; 
forest preducts, 26, 644 and 16, 608; ore, 37, 366 and 7, 210; merchandise, 
L. C. L., 168,507 and 171,076; miscellaneous, 216,087 ‘and. 188,146; total, 
1933, 631,998; 1932, 537, 767; 1931, 763,551, 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January...... 1,910,496 2,266,771 2,873,211 
Four weeks in February...... 1,957,981 2,243,221 2,834,119 
Four weeks in March......... 1,841,202 2,280,837 2,936,928 
Pive weeka i April......cscce 2,504,745 2,774,134 3,757,863 
Four weeks in May.......... 2,127,841 2,088,088 2,958,784 
Four weeks in June.......... 2,265,379 1,966,488 2,991,950 
Five weeks in July........... 3,108,813 2,420,985 3,692,362 
Week ended August 5........ 613,112 496,626 734,730 
Week ended August 12....... 622,759 511,965 743,626 
Week ended August 19....... 634,845 518,440 748, 600 
Week ended August 26....... 631,998 537,767 763,551 

EE. lsiacccaceenvedssvuwe 18, 219,171 18,105,322 25,035,724 


NEW DIESEL TYPE LOCOMOTIVE 


A new type of electric Diesel locomotive has just been put 
in operation on the Paris-Lyon-Mediterranee Railway, accord- 
ing to Consul Robert D. Murphy, Paris, in a report made public 
by the Commerce Department. The locomotive, which is attract- 
ing considerable attention, represents an important departure 
in railroad operation in France. 

On a trial run from Paris to Marseilles, a distance of ap- 
proximately 535 miles, the run was made in less than nine 
hours at an average speed of 62 miles an hour. 

While this is an important improvement in point of aver- 
age speed, it also shows an appreciable economy of operation 
in other respects. It is pointed out that whereas on the ordinary 
run over this section if a steam locomotive were employed, 
three or four changes of equipment would be necessary. 











tem 
Sep 

























wsoontd 








September 9, 1933 





K in 
L931, 
Cars 
ding 


B,307 
Cor- 
eek 


pre- 
and 


2 of 

the 
two 
ock 
> of 


Ses 
me 
ith 


led 
32, 


ive 
17; 











The Traffic World 





PAGE 433 





Motor Vehicle Transportation 





TRUCK OPERATORS’ CODE 


HE code of fair competition adopted, tentatively, by the 

directors of the American Highway Freight Association (see 
Trafic World, September 2) has been submitted to the national 
recovery administration. 

The Federated Truck Associations of America, Inc., in a 
petition submitted to Henry A. Wallace, secretary of agricul- 
ture, has asked President Roosevelt to request the authorities 
of the states of Texas, Kentucky, Tennessee, and Louisiana 
to adopt minimum standards for trucks as prescribed by the 
American Association of State Highway Officials as an emer- 
gency Measure on federal aid highways in those states. 

“In these states,’ said Edward F. Loomis, manager, “and 
particularly in Texas, size and weight limitations have been 
enacted by the legislatures which at the present time leave 
for-hire operators a margin of profit so small that the increased 
costs arising from compliance with the Blue Eagle program 
will put them out of business.” 

Application of the code of sizes and weights for motor 
vehicles approved by the American Association of State High- 
way Officials is sought until such time as there may be federal 
legislation providing for uniformity, or an agreement between 
the various states establishing uniformity, so far as the use of 
highways built with federal aid is concerned. 

With a view to completing the organization, Edward F. 
Loomis, manager of the Federated Truck Associations of Amer- 
ica, Inc., has sent a bulletin to member bodies, pointing out, 
among other things, that each state is entitled to four trustees 
on the governing body of the federated organization. The by- 
laws, he says, provide for one representative each of private 
truck owners, common carriers, contract carriers and city dray- 
men. The bulletin says: 


‘cc 


Each state is entitled to four trustees in the governing body of 
the Federated Truck Associations of America, Inc. Notice of the 
convention on August 22 asked each state to send three delegates 
under the by-laws adopted at the convention. States which sent three 
delegates are entitled to select a fourth. 

The by-laws provide that one trustee shall be a common carrier; 
one an over-the-road contract carrier; one a private operator, and 
one a local cartage or short-haul operator. However, it is provided 
that each group shall be permitted to select a representative who 
may or may not be an operator. 

States which sent proxies to the convention on August 22 in the 
name of their association are entitled to select four trustees, as are 
associations who are now making the decision to join the organization. 

The by-laws specify that there shall be only one association hold- 
ing membership in the Federation from each state. In states where 
there is more than one association of truck owners, provision is made 
for the formation of a state federation of motor truck associations 
which shall hold the membership in the national association. 

In Ohio and California there have already been organized state 
federations of this type. In Ohio the organization is known as the 
Ohio Highway Users Federation, and in California there was formed 
the Federated Truck Associations of California. In each case mem- 
bership consists of the various associations in the state, which are 
preserving their individual identity, officers, etc., and are continuing 
to function as in the past. 

Provision for forming state federations was made in the by-laws 
to facilitate cooperation and united group action for the preparation 
and administration of the trucking code that will finally be approved 
by the President. 


President Ted V. Rodgers, of the American Highway Freight 
Association, Inc., in a circular letter to truck associations urges 
such associations to complete their affiliation with the A. H. F. A. 
promptly in order that the machinery for administration of the 
code that has been filed with the N. R. A. will be completely 
organized and effective to function immediately upon approval 
of the code by the administration. He said that while it was 
intended that the application of an association should state the 
total number of members and the total number of units operated 
by each member, it was realized that the collection of this 
information might require some time. Therefore, he said, the 
Officers of the A. H. F. A. have requested immediate cooperation 
by filling in the applications for membership, giving such infor- 
mation as might be available at this time without waiting until 
all of it had been assembled. 


SEATTLE-FAIRBANKS HIGHWAY 


A report holding feasible the suggested project of a high- 
Way connecting Seattle, Wash., and Fairbanks, Alaska, a dis- 
tance of 2,250 miles, has been submitted to President Roosevelt 
by a commission authorized by Congress. The commission has 
been working on the matter for about three years. The esti- 
mated cost for building a highway to connect with the United 





States system at Seattle and the Canadian system at Hazleton, 
B. C., and ending at Fairbanks is about $2,000,000 for the 
Alskan section and $12,000,000 for the Canadian section. Alter- 
native routes are covered in the report. 

The commission is composed of Herbert H. Rice, Detroit, 
for many years in the automotive industry; Ernest W. Sawyer, 
former assistant to the Secretary of the Interior, and Major 
Malcolm Elliott, corps of engineers of the army, president of 
the Alaska Road Commission. 


JULY AUTOMOTIVE EXPORTS HIGH 


July automotive exports from the United States registered 
the highest figure of the current year and the largest total since 
May, 1932, according to P. R. Mattix of automotive-aeronautics 
trade division, Commerce Department. The value of American 
passenger cars, trucks and miscellaneous products shipped 
abroad in that period was $7,756,546, a gain of $534,414, or 7 
per cent, over the June total, and an increase of $1,048,456, or 
15 per cent, over the figure for July, 1932. 

The improvement over the June figure, said a Commerce 
Department. statement, was due entirely to a strengthened de- 
mand for passenger cars and trucks, amounting to $4,198,812 
as against $3,636,438, a gain of $562,374, whereas miscellaneous 
products registered a loss of $18,960 ($3,557,734 as compared 
with $3,576,694). Shipments of passenger cars showed a gain 
of 763 in number and $261,792 in value, and trucks were up by 
1,095 in number and $300,582 in value. This marks the first 
instance since 1928 when the automotive exports for the month 
of July have registered an increase over the total for the pre- 
ceding month. Continuing, the statement said: 


Compared with July, 1932, the exports of passenger cars were 
higher by 2,507, or 84 per cent in number of units, and $1,66,841, 
or 66 per cent in value while trucks were improved by 1,680 units, 
or 90 per cent in number, and $632,174, or 70 per cent in value. 

For the third successive month the Union of South Africa, 
Belgium, and Argentina were the chief purchasers of American 
passenger cars, each taking a greater number of units than was 
required in June, although the valuation of shipments to the Union 
of South Africa was slightly reduced. 

Other leading markets for July having a larger dollars and 
cents total included Brail, Netherlands, Philippine Islands, British 
India, Australia, Japan, Denmark, Mexico, Colombia, and China. 
The flour price groups in the passenger car classification registered 
improved values as compared with the June figures. 

Belgium, Spain and Argentina were the outstanding markets 
for commercial vehicles, followed by Japan, British India, Union of 
South Africa, Australia and Denmark in the order named. With the 
exception of Spain the truck exports to the above mentioned coun- 
tries were improved both in number and value. Part of the pas- 
senger cars and trucks consigned both to Belgium and Denmark are 
intended for re-export. 

The average unit export valuation for passenger cars and trucks 
was $487 and $431, respectively, os against $495 and $503 for the 
preceding month, indicating the increasing demand for vehicles in 
the lower-priced grades. 

While the value for miscellaneous products was slightly under the 
June total, it is interesting to note the improved demand for re- 
placement parts, each of the nine items listed under this classifica- 
tion showing gains over the figures of the previous month, with the 
group total amounting to $1,345,437 as compared with $1,132,938, 
an increase of $212,499, or 18 per cent. The remaining items under 
the miscellaneous heading were generally reduced with the excep- 
tions of molded brake lining, bumpers, tire service equipment, auto 
service appliances, n. e. s., and motor boats with engnies installed. 


LAND AND WATER COORDINATION 


A new approach to the transportation problems of the day 
is necessary if existing chaos is to be corrected, according to 
J. L. Keeshin, president of the Keeshin Motor Express Company, 
Chicago, who addressed the annual convention of the American 
Association of Port Authorities, held in Toronto, September 5 
to 8, inclusive. Mr. Keeshin’s address was delivered the last day 
of the convention. He discussed coordination of the facilities 
of land and water transportation agencies. 

Approximate uniformity of regulation of all agencies, either 
by a single regulatory body or by several bodies under a single 
head, was, he said, a prerequisite of effective coordination. He 
said public interest must control in the determination of what 
agency of transportation was to be assigned to what task, At- 
tempts to perpetuate existing facilities merely because they rep- 
resented investment were deplored. 

“Coordination ig not only desirable and necessary, it is im- 
perative,” he asserted. “To effectuate it without serious injury 
is the problem that confronts us, That it will be brought about 
can no longer be questioned. It can best be achieved if we listen 





PAGE 434 





to the words of the Greek philosopher who wrote: “Come, let 
us reason together.’ ” 

Speaking specifically as to the place of the motor truck in the 
transportation system, he said it was of the “utmost importance” 
that it be regulated if it was to find its proper place. As operator 
of a large motor transport business, he held that he would 
personally be benefited if there were effective interstate regula- 
tion of motor transport, and that other transportation agencies 
and the public would likewise profit from stabilization that would 
result. He charged that “certain groups” in the truck manufac- 
turing industry had interfered with the development of senti- 
ment in favor of regulation among the transport operators them- 
selves. That interference, he said, was due to the belief that 
regulation would curtail truck sales. Mr. Keeshin held that the 
increased responsibility among motor transport operators that 
would follow regulation would more than compensate the manu- 
facturer for any restriction of his sales field. Irresponsible 
operators, who conducted a carrier business with no exact knowl- 
edge of costs and were unable to complete payments on equip- 
ment as a result, had presented one of the most difficult prob- 
lems the responsible operator has had to face, he said. 

That the machinery for applying the principle of coordina- 
tion would be simple, once determined, was the view he ex- 
pressed. He asserted that the superiority of the motor truck 
in handling less-carload freight could not be challenged. In 
the handling of perishables and certain kinds of carload freight 
for considerable distances, the usefulness of the truck had also 
been demonstrated, he said, but, generally speaking, he held 
that the economical operation of the truck was confined to hauls 
of about 200 miles, 

“My vision of a coordination of land and water transporta- 
tion facilities would be one terminal at all the larger cities, in 
which every method and form of transportation centered,” he 
said. “If necessary, an area of one or two square miles should 
be cleared of all buildings, and, where there are water facilities, 
the terminal would be built at the waterfront and all passenger 
trains and busses, express trains, trucks, airplanes, and boats 
would use this one large terminal, Wherever practicable, these 
terminals should be established every two hundred miles and 
truck operation be used as feeders for possibly a radius of one 
hundred miles.” j 

Perhaps the most disturbing element, precluding a satisfac- 
tory solution of the coordination problem, he said, was the ques- 
tion of true costs and the proportion of rates necessary to defray 
the costs of capital structures. Many capital structures should 
be revised in the light of changed commercial and business con- 
dition, he said. But tradition and sentiment must be discarded 
in any proposal to coordinate transportation systems, he said. 
All surviving transportation systems had contributed to the 
economic development of the country, but future utilization 
brought up a new set of problems, in the light of changed con- 
ditions, he argued. 

Existing regulation was described as “an unscientific sys- 
tem, under which railroad transportation is strictly regulated; 
motor vehicle transportation regulated not at all, interstate, and 
only spasmodically and with no uniformity, intrastate; inter- 
coastal steamship operation regulated within itself by the United 
States Shipping Board, but with no relation to the regulation of 
other forms of transportation; and inland waterway transporta- 
tion also free from regulation and competing vigorously with 
rail and motor transportation.” 


McLENNAN A P. R. R. DIRECTOR 


Donald R. McLennan of Chicago, in Finance Docket No. 
10135, has asked the Commission for permission to serve as 
director of the Pennsylvania Railroad Co. as well as a director 
of the Pullman Co. The applicant is president of Marsh & 
McLennan, Inc., and holds positions as officer or director in 
about 20 corporations listed in his application for permission 
to serve as director of the Pennsylvania. 


Ss. I. REORGANIZATION 


The Spokane International Railway Co., in Finance No. 
10131, a reorganization proceeding, has notified the Commis- 
sion that it desires to reorganize its affairs in accordance with 
section 77 of the amended bankruptcy act. The notice is in 
the form of a copy of a petition filed by the railroad company 
in the federal court for the eastern district of Washington, 
northern division. 

According to the petition of the Spokane International, its 
due and unpaid debts are as follows: Unpaid interest of 
$105,000 being the July 1 instalment on $4,200,000 of its general 
mortgage 5 per cent bonds, and $13,600 interest on the first 
mortgage bonds of the Coeur d’Alene & Pend D’Oreille Rail- 
way Co. due on July 1, that issue amounting to $544,000. 

In addition to the foregoing obligations, the petitioner says 
it has other fixed charges and taxes which are in part past 
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due and unpaid and in part will become due in the remainde 


of 1933. In addition it asserts it has other unpaid and g. 
linquent general unsecured obligations. It asserts it is withoy 
funds to pay its obligations and alleges that it has no meap; 
of borrowing or otherwise procuring funds. 

The court has accepted the petition of the Spokane Inte. 
national and has named E. S. McPherson as trustee. 


CHICAGO TRAFFIC COUNCIL 


Inclusion of the Illinois Classification in the forthcoming 
issue of the Consolidated Freight Classification, insurance 9 
shipments handled by truck lines, and a proposal to seek , 
dunnage allowance from the railroads on shipments in box cars, 
similar to that accorded in connection with shipments in opey 
top equipment, were discussed at the monthly meeting of the 
Industrial Traffic Council of the Chicago Association of Con. 
merce September 6. 

C. T. Bradford, International Harvester Company, reported 
that the question of dunnage allowance had been docketed with 
the Mid-West Shippers’ Advisory Board and would be con. 
sidered at its next meeting. An allowance of 500 pounds js 
at present accorded in connection with movement in open top 
equipment, but none is provided for movement in box cars. The 
Council decided to push the effort to obtain an allowance jn 
connection with box car shipments, on the theory that dunnage 
used to make shipments safe was in the interest of both shipper 
and carrier. Shippers are to be circularized and asked to com. 
municate with Mr. Bradford. 

According to information given to the meeting, the next 
issue of the Consolidated Freight Classification, to come out this 
fall, is to include the Illinois Classification and will, at the 
same time, be from 90 to 100 pages smaller than the current 
issue. Efforts of the classification committee to simplify its 
publication were commended, and the forthcoming issue was 
spoken of as a “step in the right direction.” 





Digest of New Complaints 





No. 26152. Grand Island (Neb.) Live Stock Commission Co. et al. 

vs. A. ¥. et al. 

Rates, horses and mules, between points in Neb., S. D., Mont., 
Wyo., Colo. and Kan., on the one hand, and points in Ind., Mich., 
O., BY. Fa... Me. W. Va. Del, NW. d., NH. F., KR. TL, Baws, Vt, 
N. H., Me., Conn., and D. C., on the other, in violation section 1. 
Ask new rates and reparation. (E. P. Ryan, practitioner, 315% 
No. Locust St., Grand Island, Neb.) 

. 26153. State Business Manager, and State Board of Administra- 
ge for the State of Kansas, Topeka, Kan., vs. A. T. & S. F. 
et al. 

Rates, coal, Lansing, Kan., to Norton, Kan., via an interstate 
route, in violation of sections 1 and 3, the undue prejudice alleged 
being for other coal producing points, particularly the Pittsburg, 
Kan., district. Ask new rates and reparation. (Benj. Franklin, 
state business manager, and Wylie McNeal, T. M., Topeka, Kan.) 


" — Buffalo-Springfield Roller Co., Springfield, O., vs. A. C. L. 
et al. 

Rates, road rollers, Springfield, O., to points in Fla. and Tenn., 
in violation section 6. Asks reparation. (R. . Schapanski, 
traffic representative, Fruit Distributors Bldg., South Water Mar- 
ket, Chicago, Ill.) 

Ps nee Linseed Oil Co., Minneapolis, Minn., vs. C. & 
cs OC Ql. 

Rate, linseed oil, Minneapolis, Minn., to Nashville, Tenn., in 
violation section 1. Asks rate and reparation. (F. C. Smith, Sec’y, 
1101 S. Third St., Minneapolis, Minn.) 

. 26156. Delaware Mills, Inc., Deposit, N. Y., vs. Erie et al. 

Rates, blackstrap molasses, Weehawken, and Edgewater, N. J., 
Brooklyn and Albany, N. Y., and Philadelphia, Pa., to Deposit, 
N. Y., in violation sections 1 and 3, the undue preference alleged 
being for competitors in N. J., Pa., and N. Y. Asks new rates 
and reparation: (M. P. Bauman, for complainant, 15 Exchange 
Place, Elizabeth, N. J.) 

P gy , The Nuckolls Packing Co., Pueblo, Colo., vs. A. T. & S. 

. et al. 

Rates, fresh meats and packing house products, Pueblo, Colo., 
to points in N. M., Tex., Ariz., Calif., Ore., Wash., Ida., Mont., 
Utah and Nev. in violation section 1. Asks rates and repara- 
tion. (A. J. Tait, T. M., Pueblo, Colo.) 

l wy QS nes Corporation, New York, N. Y., vs. A. T. & S. 

. et al. 

Rates, wood, flour, milled in transit at West Allis, Wis., from 
lumber originating in transcontinental territory at Bend, Ore., 
and destined to South Bound Brook, N. J., in violation of sec- 
tions 1, 2 and 3, the undue preference alleged being for those 
in N. Y., Pa., O. and C. F. A. territory generally that are able 
to obtain transit for the milling of wood flour on the through lum- 
jon ge Mae 8 —— pays a combination based on the 
milling point. sks new rates. (Harry A. Syring, practitioner, 
209 Market St., Perth Amboy, N. J.) ee 


No. 


oO Oe 
——eee__=_=s=e__ eee 


TRAFFIC MANAGER—Railroad, steamship, industrial experience. 
Import, export, domestic, customs, rates, claims, warehousing, truck- 
ing; fifteen years last position when organization discontinued; ref- 
ne A. T. GILROY, 53 Hope Avenue, Rosebank, Staten 
s » ae Ee 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
| nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any oa question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical trafic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
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Cars, situation too complex for the kind of investigation herein contemplated. If a 
Open more comprehensive answer to a question is desired than is thought proper for 
f the this column, the department will answer it by letter for a reasonable charge. 
Co No attention will be paid to anonymous communications or questions 
M- from non subscribers. 
Address Questions and Answers Department, 

orted Traffic Service Corporation, Mills Building, Washington, D. C. 
with 
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Con- 
“3 Tariff Interpretation—Rates or Ratings Which Are Exceptions 
The to Classification Proper Are Subject to Minimum Class Rate 
* Scale Governed by Classification 
nage California—Question: We would appreciate your opinion 
‘Pper as to the correct rate to apply on lumber from Salt Lake City, 
com. Utah, to Bountiful, Utah, via the Bamberger Electric Railroad. 

Class and commodity rates between these points are published 
next in Local Utah Freight Tariff No. 1-0, Agent Godwin’s I. C. C. 


this No. 2, P. U. C. Utah No. 4. Item 105 of this tariff provides 

the that “whenever a class rate and a commodity rate are named 

rent between specific points, the lower of such rates is the lawful 

its rate, unless some combination of class rates, or of class and 

was commodity rates, makes a lower through rate, in which event 
the combination rate will be applied.” Item 325 provides: 


No rates shall be applied on any traffic moving under class rates 
lower than the amount in cents per 100 lbs. for the respective classes 
as shown below in the current Western Classification. The minimum 
rate on any article shall be the rate for the class at which the article 
is rated in the current Western Classification. 


Section 2, page 43, provides that if the charge accruing 
under Section 2 is lower than the charge accruing under Sec- 
tion 1, the charge accruing under Section 2 will apply; and 
page 55 provides that if the charge in Section 1 is lower than 
nt., the charge accruing under Section 2, the charge accruing under 


Re Section 1 will apply. The regular Class B and Class D rates 
if between Salt Lake City and Bountiful, at Index 237, page 47, 
51, are 6 cents and 4% cents per 100 pounds, respectively. The 
is minimum rates, Classes B and D, per Item 325, are 9 cents and 
F. 6% cents per 100 pounds, respectively. Lumber is rated Class 
B in the Classification proper. Item 1203, page 73 of the tariff 
“ in question, under the heading “Commodity Rates,” provides 
ny for the application of Class D rates on “Lumber and Forest 
in, Products—from all points to all points.” 
1.) The question is—what is the rate of the Bamberger Electric 
L. —& Railroad on lumber from Salt Lake City to Bountiful; 4% cents, 


under Commodity Section 2; 6% cents, applying Class D, per 
minimum class scale in Item 325, or 9 cents, Class B, per 
r- minimum class scale, Item 325? 
Answer: Our view is that the rate is 9 cents per 100 
& pounds. Item 325, as shown, states that “The minimum rate 
n on any article shall be the rate for the class at which the 
‘ article is rated in the current Western Classification.” While 
the authority for using Class D is published in the Commodity 
Rate Section of the tariff, Class D is found in Section 1, and 
it is found to be subject, by special cross-reference, to Item 325 
d and the minimum class rate scale. It is a classification ex- 
: ception, in that it provides for the application of a different 
class rate than that provided for in the Classification proper, 
namely, the Class D rate of 4% cents, but it is subject to a 
Minimum rate per 100 lbs., namely, the rating in the Classifi- 
cation, the minimum rate being the Class B rate under the 
scale in Item 325. Both the Class D actual and the Class B 
minimum rate are thus applied, just as in the case of a small 
less carload shipment where the 4th class rate is 35 cents, and 
the shipment weighs 40 pounds, and the minimum charge is 
for 100 pounds at first class. 
In Charles Boldt Paper Mills vs. Director General, 62 I. C. C. 
471, silicate of soda was rated 85 per cent of 6th class in the 
classification exception, while in the Classification proper it 
was rated 5th class. Eighty-five per cent of 6th class resulted 
in a rate of 8 cents, but the minimum class rate scale provided 
a minimum rate of 9 cents on articles rated 5th class in the 
current classification. The Commission held that 9 cents was 
the applicable rate. It held the classification exception did 
not establish a commodity rate. 


Weights and Weighing—Application of Tolerance Rule 
New Jersey.—Question: Will you please render us an an- 
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swer on the following question: “A” ships a carload of hay. 
His invoice and bill of lading weight is 20,612 pounds. He 
derives this weight by adding the total of the bale tickets on 
each bale in the car of hay. The railroad company weighed 
the car in transit and established a weight of 21,100 lbs. “A” 
files a claim for the difference in weight. The railroad com- 
pany turns the claim down on account of the tolerance rule. 
“A” claims that if the car had been weighed properly the 
weight would never hold up to his invoice as hay is a shrink- 
able commodity and will lose weight from the time of press- 
ing until shipping date. Does the tolerance rule apply in this 
case? “A” claims the tolerance rule only applies where there 
are two railroad scale weights in question. 

Answer: Section D, or Rule 8, of the National Code of Rules 
Governing the Weighing and Reweighing of Carload Freight 
reads as follows: 


The consignor or consignee shall be permitted to show the actual 
weight of any carload shipment either by means of shipper’s authen- 
ticated invoice or by weighing the entire load on platform scales, or 
by so weighing a proper portion of uniform or standard weight articles 
(not less than 10 per cent of the lading), weighing to be performed 
under supervision of the carrier; provided such total weight includes 
all blocking, packing, and debris resulting from the lading in ques- 
tion. This actual weight will be used to determine freight charges 
(subject to weight agreements if applicable), provided the difference 
in weight exceeds tolerance. 


As you will observe, this section of Rule 8 provides for the 
application of the tolerance rule where the actual weight based 
on the shipper’s authenticated invoice or platform scales is 
used. 

In this connection, see our answer to Maryland, on page 842 
of the October 5, 1929, Traffic World, under the caption, 
“Weights—Carriers vs. Shippers.” 


Shipping—Steamship Specific Through Contract Rates in Excess 
of Sum of Intermediate Rates to and from Intermediate 
Port 
Washington.—Question: On April 27, 1932, we made a ship- 

ment of flavoring extracts from Seattle, Washington, via X Steam- 

ship Company, to Wilmington, California, prepaying the freight 
charges on basis of a rate of $1.374% per 100 pounds. This 
steamship company had a rate available at time of shipment 
of 521% cents per 100 pounds., from Seattle to San Francisco, 

California, plus the local rate from San Francisco to Wilming- 

ton published in a separate tariff. The sum of these two rates 

aggregated less than the through rate charged. 

We have presented an overcharge claim to the steamship 
company, contending that the through rate is unlawful, and 
that charges should be adjusted to basis of the rates to and 
from San Francisco. What authority does the carrier have to 
disregard the common practice of applying the combination of 
two locals which are lower than the through published class 
rates, as is the case here? It is true that its Tariff 1-B, con- 
taining the local rate from San Francisco to Wilmington, carries 
the notice: “Rates named in this tariff must not be used to 
make through rates upon interstate traffic,” but the carrier, 
at our request, has since reduced the rate to Wilmington to 
a commodity basis, less than carload. 

Answer: In view of the fact that the rates on coastwise 
traffic, except as to maximum rates, are not subject to the 
regulation of the Shipping Board, the Interstate Commerce 
Commission, and the several state commissions, it is a matter 
of contract between the carrier and the shipper as to what the 
rate shall be. 

The Shipping Act of 1916, as amended, provides that a 
coastwise steamship line shall charge just and reasonable rates, 
and that it shall not unjustly discriminate against shippers in 
the matter of rates. Its maximum rates must be filed with the 
United States Shipping Board; otherwise, its rates are matters 
of contract, but bearing in mind that there must be no unjust 
discrimination, the coastwise carrier is forced to the offering 
of, to all shippers, the same rates on the same commodities 
between the same points and under similar conditions. It per- 
force must have some standard rate available which can be 
known upon the asking, and if the shipper does not inquire as 
to that rate he is, we think, persumed to have assented to 
paying the usual rate observed by the carrier for that service. 
In view of the fact that in the instant case charges were based 
on a rate of $1.37% per 100 pounds, that, apparently, is the 
usual rate. We believe, however, that if this rate exceeds the 
maximum rate filed with the Shipping Board, a refund of the 
overcharge would be in order. Also, if it is in excess of the 
usual rate available at the time to all shippers alike, and 
under the same conditions, the steamship line should refund 
the difference. Under the circumstances, as outlined by you, 
we do not believe there has been any legal overcharge. Even 
if it should be the custom to apply a combination rate when 
lower than the through rate, the notice on the tariff containing 
the rate beyond San Francisco would, we think, be held to have 
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modified the custom, because it plainly states that the rate 
named therein cannot be used in combination on interstate 


traffic. You could not be said to have contracted for the freight 
on this shipment with that tariff in mind. 


However, the through rate charged may be unreasonable. 
Under similar circumstances, in connection with carriers under 
the jurisdiction of the Interstate Commerce Commission, the 
Commission holds that the through rate is prima facie unreason- 
able when in excess of the aggregate of intermediates. The 
burden would be upon the carrier in such cases to show that 
though in excess of the charge that would have been made for 
two shipments over the same route, one to and the other from 
the intermediate basing point, the through rate was not unrea- 
sonable for the service performed, or that one or both of the 
factors of the combination are unduly depressed. Under Sec- 
tion 18 of the Shipping Act the Shipping Board has jurisdic- 
tion to condemn unreasonable rates, prescribe reasonable rates 
for the future, and award reparation on past shipments. It 
might well consider that the through rate paid is unreasonable 
in the instant case. At any rate, apparently your only recourse 
is a formal complaint to the Shipping Board that the through 
rate charged is in violation of Section 18 of the Shipping Act. 


Tariff Interpretation—Switching Charge at Destination in Effect 
Date of Delivery of Shipment to Carrier at Point of Origin 
Applicable Whether Charge Absorbed or in Addition to Rate 


Massachusetts.—Question: Will you kindly furnish us such 
information as you have available regarding a shipment of 
material received by us? 


There wag a through rate published in a separate tariff 
from point A to point B on a certain commodity, May 25, 1933. 
Also a switching charge published in a separate tariff from 
point B to point C. The tariff containing the switching charge 
was canceled May 31, 1933. The carriers issued a tariff, effec- 
tive June 1, 1933, absorbing the switching charge at point C 
on traffic from point A to point C. 


A shipment was made to us on May 25 from point A to point 
C, arriving at point B on June 2. 


We contend that the shipment involved was a reshipment 
and that the shipment was subject to a switching charge as 
in effect prior to June 1, 1933. 


Answer: In its decision in Stickell & Sons vs. Pennsyl- 
vania R. R. Co., 151 I. C. C. 364, the Commission holds that the 
provisions of a tariff relating to the absorption of switching 
charges in effect at the time a shipment left point of origin 
govern as to a through shipment from point of origin to final 
destination. While the case relates to the absorption of switch- 
ing charges at a transit point the principle thereof is applicable 
with respect to switching charges at point of destination, transit 
shipments being, as the Commission holds, through shipments 
from point of origin to final destination. 


With respect to switching charges at point of destination 
which are not absorbed, see the decision of the Commission in 
Milne Lumber Co. vs. M. C. R. Co., 118 I. C. C. 580, in which 
it is held the switching charge in effect at the time the ship- 
ment left point of origin is the applicable charge. In this case 
the Commission said: 


A switching charge of $8.10 was assessed for the movement to the 
Pauli Company, which was the charge in effect when the movement 
was made, July 18. As the shipment left point of origin on June 10, 
and as the movement referred to was not a reshipment, the charge 
in effect on the latter date, $9.00, was applicable for such movement. 
Tariff Interpretation—Compliance With Tariff Provision by 

Shipper 


lowa.—Question: Will you please advise as to any recent 
decisions of the Commission with regard to the following ques- 
tion: 

A shipment of bulky machinery is tendered for shipment 
on a flat car and blocking material weighing more than 500 
pounds was used in making the shipment secure. However, 
the party making out the bill of lading failed to specify thereon 
any reference to the amount of blocking material used. The 
shipment moved interstate and was track scaled and charges 
assessed on basis of the net track scale weight, without any 
allowance for the blocking material. Later on the consignee 
discovered that allowance was not made for the blocking, where- 
upon a Claim was filed based on the maximum allowance for 
blocking, as provided for in Rule 30, Section 2 (a) of the Con- 
solidated Classification. The claim was supported with a state- 
ment from the consignee that the maximum, or, 500 pounds of 
blocking, was used and the carrier paid the claim. 

Some years later, the carrier that paid the claim makes a 
demand for refund of the amount paid, claiming that under 
the provisions of Rule 30, Section 2 (a), which provides that the 
blocking material must be shown on the original bill of lading, 
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there is no authority for allowance of the blocking materia) 
as it was not shown on the original bill of lading. 

Must the consignee refund the amount of the claim, which 
was only for the blocking material? 

Answer: With respect to this question, see Americap 
Licorice Co. vs. C. M. & St. P., 95 I. C. C. 525; Dill-Crossett, 
Inc., vs. Director-General, 104 I. C. C. 48; Beatrice Creamery 
Co. ve. C. B. & @., 107 1. C. C. 568. 

Under the findings of the Commission in these cases, a 
compliance by a shipper with a tariff provision, which is q 
condition precedent to the application of a given rate or the 
obtaining of an allowance, is essential. Therefore, a shipper’s 
failure to make a notation on the bill of lading called for by 
Rule 30 of the classification will preclude his receiving the 
allowance provided for therein. 

If the shipper is not, by reason of his failure to comply 
with the applicable tariff provision entitled to an allowance 
provided for therein, and he has received the allowance, the 
carrier has a legal claim for a refund of the amount of the 
allowance made to the shipper and may recover same, if neces. 
sary, by the bringing of*an action for the undercharge, pro. 
vided such action is begun within the statutory period, namely, 
within the three-year period provided for in paragraph 3 of 
Section 16 of the Interstate Commerce Act. 


Tariff Interpretation—Application of Minimum Transit Rate to 
Shipments Milled at Off-Route Station 


Illinois —Question: Please refer to Item 315, Page 26, C. & 
N. W. G. F. D. 16399-K, I. C. C. 10120, Iron and Steel from Chi- 
cago, fabricated at Cudahy, Wis., for Peoria, Ill., the rate to 
be charged being the through rate from point of origin to 
Peoria, Ill., plus 1le cwt. Also see, in same tariff, Rule 5, 
page 4, which in part states that unless otherwise provided, 
the transit rate will be the tariff rate on the original commodity 
from point of origin to destination but not less than the rate 
from transit station to final destination. 

The rate from Chicago to Peoria is 19%4c per cwt., and 
from Cudahy to Peoria 221%4c per cwt. What is the through 
rate, 19%c plus llc per cwt., or 22%4c plus 1lc per cwt? 

A somewhat similar proposition is carried in the Traffic 
World, July 9, 1932, page 74. 

Answer: Item 315, of C. & N. W. Tariff I. C. C. 10120, 
under the caption, “Rate to Be Charged,” states that the through 
rate from point of origin to Peoria, plus 1lc per 100 pounds, 
is the applicable rate on shipments originating at Chicago when 
stopped in transit for fabrication and reworking at Cudahy, 
Wis. In Rule 5 it is stated that, unless otherwise provided, the 
transit rate will be the tariff rate on the original commodity, 
point of origin to destination but not less than the rate from 
transit station to final destination. 

The question for determination is, therefore, whether the 
statement in Item 315 that the through rate from point of 
origin to Peoria, Ill., plus llc per 100 pounds, is an exception 
within the proviso “unless otherwise provided” of paragraph 
(B), of Rule 5. 

In our opinion, it is not an exception to the proviso in 
Rule 5 for the reason that, if such an interpretation be given 
to Item 315, no effect can be given throughout the tariff to 
the provision in Rule 5 that the transit rate will be the tariff 
rate on the original commodity, point of origin to destination 
but not less than the rate from transit station to final destina- 
tion. 


The Commission has held that that interpretation should 
be given a tariff which will give effect to all provisions there- 
of, where it is possible to do so (Pacific Coast Shippers’ Asso- 
ciation vs. A. C. & Y. Ry. Co., 136 I. C. C. 607, 610), and this 
principle is the basis of our opinion that the provisions of 
paragraph (B) of Rule 5 apply to Item 215. 

An exception within the proviso, in our opinion, is that 
in Item 305, which states that “if the rate from point of origin 
to final destination is lower than rate from point of origin to 
point of fabrication or from point of fabrication to final des- 
tination, the highest rate will be applied plus transit arbitrary 
of 2 cents per 100 lbs. 

This exception provides for the application of the higher 
of two minimum rates while Item 315 provides for but one 
minimum rate, and is therefore an exception to the minimum 
rate provision of paragraph (B) of Item 315. 

In the case cited in the answer to which you refer, namely, 
Wichita Flour Mills Co. vs. A. T. & S. Ry. Co., 156 I. C. C. 799, 
the Commission stated that an item in the governing tariff, 
namely, Item 85, provided that shipments milled at a point not 
in a direct line from origin point to final destination would be 
charged at the highest rate in the movement, that is, origin 
to transit point, origin to destination, or transit point to des- 
tination, plus a charge for the out-of-line-haul. 

Item 85 of the A. T. & S. F. Transit Tariff, to which the 
Commission refers in the case above cited, is very specific in 
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its application and therefore the case does not apply to the 
facts in the instant case. 


Tariff Interpretation 


Missouri.—Question: We would like your opinion as to 
whether or not Item 470 of Agent Boyd’s Tariff 18-M, I. C. C. 
41865, applies in connection with proportional commodity rates 
to points in Kansas and Missouri, that were retained as pro- 
portionals on traffic from points east of the Illinois-Indiana 
state line. 

Upon referring to the 4th paragraph on page 3 of Supple- 
ment 13 to the above described tariff, you will find that the 
cancellation of both class and commodity rates was suspended 
in so far as they are applicable between Mississippi River 
crossings and points in Kansas and Missouri. 


In your opinion do the words “in so far,” as contained in 
the above mentioned paragraph, make null and void the pro- 
visions of Item 470 in connection with commodity rates that 
were retained as proportionals from the East? 


Please bear in mind that Item 470 has not changed in any 
way since originally published. If it was intended that the 
provisions of this item would not apply in connection with 
rates that were retained as proportionals from the East, it 
seems to us that proper exceptions would have been published 
in said item. 


Answer: The 4th paragraph, on page 3 of Supplement 13 
to Agent Boyd’s Tariff 18-M, I. C. C. No. A-1865, reads as follows: 


The tariffs named in the foregoing paragraph numbered 3 sus- 
pended in so far as they cancel rates, rules and regulations applicable 
between Chicago, Ill., Chicago Junctions, Milwaukee, Wis., and Mis- 
sissippi River Crossings on the one hand and points in Kansas and 
Missouri on the other, on traffic to or from points east of the 
a State Line as described in the next preceding para- 
graph. 


Item 470 of the original tariff reads as follows: 


Proportional commodity rates named herein to and from East 
Mississippi River crossings, as shown in Item No. 520, applicable 
on traffic originating at or destined to points East of the [Illinois- 
Indiana State Line, as described in Item No. 500, will also apply on 
traffic originating at or destined to points in Southeastern and Carolina 
territory, as described in Item No. 500 


In our opinion, the words “in so far as,” used in the fourth 
paragraph, on page 3 of Supplement 13 do not affect the appli- 
cation of Item 470, inasmuch as by reason of the suspension of 
the cancellation of the proportional rates, rules, and regula- 
tions applicable between Chicago, Milwaukee and Mississippi 
River crossings on the one hand and points in Kansas and 
Missouri on the other, effect can be given to Item 470. In 
other words we are of the opinion that, unless there was 
specific provision for the cancellation of Item 470, it was not 
cancelled when the cancellation of the rates between Chicago, 
Milwaukee and Mississippi River crossings were suspended by 
the fourth paragraph on page 3, of Supplement 13, as the suspen- 
sion of the cancellation of the latter rates carried with it the 
suspension of the cancellation of the provisions of Item 470. 


Routing and Misrouting—If Carrier Is to Receive Only Switch- 
ing Movement Switching Ticket Should be Used 


Pennsylvania.—Question: Will you please give your opinion 
on the following question, also reference to any decision in 
which the Commission has ruled on similar facts? 


We recently tendered the X Railroad Company at A, a car 
of freight consigned to B, and did not show any routing on Dill 
of lading. The agent billed the same at fifth class rate of 
24% cents, routing via X Railroad, point C and Y Railroad. In 
auditing the freight bill, we checked a commodity rate of 17% 
cents, applying via Z R. R.-Y R. R., and filed an overcharge 
elaim with the X Railroad Company on the basis that the 
shipment should have been turned over to the Z R. R. at A 
In switch movement, in which event Z Railroad would have 
absorbed the switching charges, and billed the shipment out 
at the commodity rate of 17% cents. The X Railroad Company 
has declined to pay our claim, stating that the shipment was 
tendered on a bill of lading, and that they were justified in 
forwarding the shipment over their own line, notwithstanding 
that there was a lower rate in effect via the Z Railroad. 

Answer: Where the initial carrier is to receive only a 
Switching movement and not a line haul, a switching ticket 
must be used. 


In Terhune Lumber Company vs. Southern Railway Com- 
pany in Mississippi, 42 I. C. C. 317, the Commission held that 
where the initial carrier is to receive a switching movement, 
and is to deliver the shipment to another carrier at point of 
origin, a switching ticket should be used, the initial carrier 
being under no obligation to turn the shipment over to its 
competitor at point of origin. The findings of the Commission 
in the above case are applicable to the instant case. 
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Doings of the Traffic Clubs 





The next golf party of the Detroit Traffic Club will be given 
at the Meadowbrook Country Club, Northville, Mich., September 
12. Out of town traffic men are especially invited. Dinner will 
be served at the club. 





The Junior Traffic Club of Chicago held a meeting at the 
Palmer House September 7. Reports from standing committees 
were received and there were a number of special announce- 
ments. 





The Traffic Club of Wichita will have a picnic at West 
Links September 14. There will be golf, baseball, cards, and 
other sports, as well as food. 





General Paul B. Malone was the speaker at a luncheon of 
the Traffic Club of Baltimore at the Emerson Hotel September 5. 
Entertainment was provided. The opening meeting for the sea- 
son of the Traffic Club Forum will be held at the Lord Baltimore 
Hotel the evening of September 11. In line with the club’s 
educational program there will be discussion of current events 
in the transportation field. 





The Traffic Club of Denver held its first fall meeting at the 
Daniels and Fisher Tea Room September 8. There was a 
program of entertainment. 





A “Stag Show” was given by the Transportation Club of 
San Francisco in the club dining room September 6, with “blues” 
singers, “hula” dancers, and novelty numbers. 





Sixteen teams will participate in the fifth bowling season 
of the Bowling League of the Traffic Club of Chicago, which 
will open at the alleys of the Adams and Wabash Recreation 
Corporation September 15. Officers of the League for the sea- 
son are: President, W. E. Hines; vice president, H. G. Veth; 
treasurer, H. F. Koenig; secretary, A. W. Fox. 





Resuming its activities after the summer recess, the 
Women’s Traffic Club of Greater New York will hold its first 
meeting of the fall season September 12 at the Fifth Avenue 
Hotel. Madame Metzelthin, director of the research division 
of the Loose-Wiles Biscuit Company, will be the speaker. She 
has traveled widely and will discuss “Trafficking Around the 
World.” The nominating committee will report its selection 
of candidates for office, election to be held at the October meet- 
ing. The entertainment committee will offer a program of songs 
by Jimmie Hitchell, radio singer, and Elsa Wendt, secretary 
of the club, will be at the piano. 





The next regular meeting of the Women’s Traffic Club of 
San Francisco will be held at the Western Women’s Club Sep- 
tember 21. Hal Remington, manager of the transportation 
division, San Francisco Chamber of Commerce, will speak on 
“The National Transportation Act.” 





September 6 was “Traffic Club Night” at the Excelsior 
Amusement Park, Minneapolis. There was dancing and other 
entertainment. The final golf tournament of the season was 
held by the Traffic Club of Minneapolis at Westwood Hills 
September 8. Dinner was served. Plans for establishing a 
gun club, to provide trap shooting and other entertainment for 
club members, are being considered. 





The Omaha Traffic Club will hold its last golf tournament 
of the season at the Lakewood Country Club September 21. 
An unusual list of prizes for winners will be offered by the 
club and by commercial houses. Dinner will follow the golf. 





The Woman’s Traffic Club of Chicago will open its fall 
season with a meeting at the Palmer House September 11. It 
will be a business meeting at which the program for the com- 
ing year will be outlined. Vacations will also be reviewed, 
particularly that taken over the Labor Day holidays to Bermuda 
by club members. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Personal Notes 


G. Stewart Henderson, for the last seventeen years traffic 
manager of the Baltimore Chamber of Commerce, has accepted 
a position with the Southern States Cooperative Mills, a new 
Baltimore industry, ag traffic manager, effective September 11. 
He will continue to serve the Chamber of Commerce in an 
advisory capacity on rate matters. 

George O. Hultgren, Chicago, has been appointed district 
freight agent, Pennsylvania, at South Bend, Ind., succeeding 
Frank S. Montgomery, who has been retired from active service 
after more than fifty-four years. W. J. Thorpe succeeds Mr. 
Hultgren at Chicago, and I. J. Songstad, of Grand Rapids, suc- 
ceeds Mr. Thorpe as chief clerk to the division freight agent at 
Chicago. 

Kenneth A. Kemmerer, recently elected special member of 
the eastern regional coordinating committee representing short 
line railroads, died suddenly at Lankenau Hospital, Philadel- 
phia, August 29. He was born October 30, 1890, in Bethlehem, 
Pa., and entered railroad service in 1908 with the Lehigh Valley. 
At the time of his death he was president of the following 
railroads: Cornwall; South Buffalo; Conemaugh and Black 
Lick; Philadelphia, Bethlehem and New England; Steelton and 
High Spire; Patapsco and Black Rivers, and the Fore River. 

Charles M. Evans, formerly general agent, Southern Pacific 
Steamship Lines, Birmingham, died at his home in Montclair, 
N. J., August 21. He was sixty-two years old. 

Having been elected general secretary of Sigma Alpha 
Epsilon Fraternity, with headquarters in Evanston, IIl., Lauren 
Foreman hag resigned as publicity agent of the Southern Rail- 
way. H. C. Yancey, assistant publicity agent, will take over 
Mr. Foreman’s duties with the railroad. 

M. W. Clement, operating vice-president of the Pennsylvania, 
has been elected to the board of directors of the American 
Railway Association, succeeding Elisha Lee, who died. 

Roy V. Crowder, for the last two and a half years passenger 
traffic manager, Grace Line, in New York, has been transferred 
to San Francisco, in the same position. W. A. Young, Jr., gen- 
eral passenger traffic manager, will succeed him in the New 
York district. 

Charles N. Marland, treasurer of the Boston and Maine, died 
at Ballardville, Mass., September 4. He was sixty-two years old. 

James J. Brogan has been appointed general freight agent, 
Santa Fe, with headquarters in Chicago. W. E. Hines has been 
appointed foreign freight agent, succeeding Mr. Grogan. 

W. T. Quirk has been appointed manager, Santa Fe Trans- 
portation Company, with headquarters at Los Angeles. 

William M. Bannon, formerly general superintendent of the 
North Pier Terminal, Chicago, has been transferred to Indian- 
apolis, to take over management of the Indiana Terminal. Both 
the North Pier Terminal and the Indiana Terminal are owned 
by the National Terminals Corporation. 


R. C. C. REPORT 


The Railroad Credit Corporation, which was set up by the 
railroads to administer funds derived from emergency rates 
authorized by the Commission in Ex Parte 103 but which is 
now liquidating its affairs, had, up to September 1, repaid 
$3,732,174 to the participating carriers, according to the cor- 
poration. 


The first distribution amounted to 4 per cent of the amount 
the participating carriers have paid into the corporation, and 
the second distribution amounted to 1 per cent. 


“As the account now stands,” said E. G. Buckland, president 
of the corporation, in a letter sent to the chief executives of 
the participating carriers, “the emergency revenues turned over 
to the corporation, less taxes refunded, aggregate $74,635,166. 
The first distribution of 4 per cent, and the second distribution 
of 1 per cent, heretofore made, total $3,732,174, leaving a net of 
$70,902,992. To represent the use made of this fund, the cor- 
poration has $70,093,671 of participating carriers’ notes, evidenc- 
ing loans of like amount; also a tax reserve of $46,494 in cash, 
and $1,488,000 face value of United States treasury certificates, 
a working fund of $34,175, together with current interest and 
other accounts receivable aggregating $583,632.” 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Docket of the Commission 


NOTE—iItems In the Docket marked with an asterisk (*) hav, 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in thi: 
Docket will be noted elsewhere. 


September 11—Detroit, Mich.—Examiner Witters: 
25709—Michigan Valve and Foundry Co. vs. Alton R. R. et al. 


September 11—Minneapolis, Minn.—Examiner Worthington: 
25365—-Yale Oil Corp. vs. C. B. & Q. R. R. 
eee of Commerce of Fargo, N. D., et al. vs. A. C. & 
. Ry. et al. 
24402—Farm Seed Association of North America et al. 
& S. F. Ry. et al. 
September 11—Wichita, Kans.—Examiner Cheseldine: 
25572—-C. B. Team Mule Co. et al. vs. A. C. L. R. R. et al. 
September 11—Dodge City, Kans.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T, 


& S. F. Ry. (and cases grouped therewith) (further hearing). 
26059 and Sub. 1—L. C 


S. F. Ry. et al. 


September 11—Cairo, Ill.—Examiner Griffin: 
1. & S. No. 3871—Agricultural limestone via Mo.-Ill. .R R. 


September 11—Parkersburg, W. Va.—Examiner Sullivan: 

Finance No. 9875—Joint application B. & O. R. R. and Little Kan- 
awaha R. R. for permission to abandon line from Placid Station 
to Owensport, W. Va. 

September 12—Detroit, Mich.—Examiner Witters: 
25865—Ford Motor Co. vs. D. T. & I. R. R. et al. 


September 12—Minneapolis, Minn.—Examiner Worthington: 
23770—Elk River Concrete Products Co. et al. vs. C. M. St. P. & P. 
R. R. et al. (and cases grouped therewith). 
September 12—Washington, D. C.—Examiner Disque: 
Il. & S. No. 3899—Tobacco (unmanufactured) in the south. 
September 12—Washington, D. C.—Examiner Peyser: 
Fourth Section App. No. 15194, filed by Mo. Pac. R. R. 
Fourth Section App. No. 15240, filed by Agent Tilford. 
September 12—Washington, D. C.—Examiner Glover: 
Fourth Section App. No. 272, filed by Penna. R. R. et al. 
Fourth Section App. No. 606, filed by Penna. R. R. et al. 
Fourth Section App. No. 680, filed by Agent J. H. Limberger. 
Fourth Section App. No. 935, filed by B. & L. E. R. R. et al. 
Fourth Section App. No. 980, filed by P. & L. E. R. R. 
Fourth Section App. No. 983, filed by P. & L. E. R. R. 
September 12—Jefferson City, Mo.—Public Service Commission of Mo.: 
Finance No. 10013—Joint application of Alton R. R. and La. & Mo. 
River R. R. for permission to abandon a line of railroad from a 
point immediately south of Fulton to South Cedar City, in Call- 
away County, Mo. 
September 12—Washington, D. C.—Examiner Woodrow: 
Valuation No. 1195—In re valuation of F. J. & G. R. R. 
ville & Broadalbin R. R., and J. G. & K. 
hearing). 


September 13—Minneapolis, Minn.—Examiner Worthington: 
5675—Booth & Olson, Inc., vs. C. M. St. P. & P. R. R. 
September 13—Coffeyville, Kans.—Examiner Cheseldine: 
25620—Rea-Patterson Milling Co. vs. St. L.-S. F. Ry. et al. 
September 13—Lansing, Mich.—Examiner Witters: 
25156 and Sub. 1—Basic Dolomite, Inc., et al. vs. A. A. R. R. et al. 
September 13—Wichita, Kans.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A, T. & 

S. F. Ry. et al. 
September 14—Washington, D. C.—£xaminer Kephart: 
Valuation Dkt. No. 1189—New York Dock Railway. 
September 14—Jackson, Tenn.—Examiner Griffin: 


ane Sub. 1—Ashby Veneer & Lumber Co., Inc., vs. I. C. R. R. 
et a 


20907—Ashby Veneer & Lumber Co., Inc., vs. D. & R. G. W. R. R. 


et al. 
25914—Ashby Veneer & Lumber Co., Inc., vs. S. P. Co. 


September 14—Minneapolis, Minn.—Examiner Worthington: 
25736—Minneapolis Seed Co. vs. G. N. Ry. 

September 14—Chicago, Ill.—Examiner Trezise: 
22298—Graver Corp. vs. E. J. & E. Ry. et al. (Further hearing for 

purpose of determining amount of reparation due complainant 
under findings in this case.) 

' 25924—-Jewel Tea Co., Inc., vs. E. J. & E. Ry. et al. 

September 14—Washington, D,. C.—Examiner Weems: 
14795—Charleston Traffic Bureau vs. A. G. S. R. R. et al. 
14902—Savannah Traffic Bureau vs. A. G. S. R. R. et al 

September 15—Tulsa, Okla.—Examiner Cheseldine: 
25706—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 
25412—Dawson Produce Co. et al. vs. A. T. & S. F. Ry. et al. 

a a Angeles, Calif.—Railroad Commission of state of 

alifornia: 
Finance No. 6878—Unified Operation of Railroad Facilities at Los 
Angeles Harbor. (Further hearing.) 

September 15—Minneapolis, Minn.—Examiner Worthington: 
25860—Compo Board Co. vs. Alton R. R. et al 

September 15—Beaumont, Tex.—Examiner Sullivan: 

Finance No. 10051—Application of G. C. & S. F. Ry. for permission 
to abandon branch line from Bragg to Saratoga, Tex. 

September 15—Chicago, Ill.—Examiner Trezise: 
25730—Kroehler Manufacturing Co. et al. vs. B. & O. R. R. et al 

September 15—Washington, D. C.—Examiner Disque: 

1. & S. 3896—Barium Chloride between eastern points, 


vs. A. T 


. Adams Mercantile Co. et al. vs. A. T. & 
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ay 16—Chicago, Ill.—Examiner Trezise: 
764—Hygrade Food Products Corp. et al. vs. A. & S. R. R. et al. 
i ye 16—Columbia, Tenn.—Examiner Griffin: 
16 (and Sub. 1)—Anderson Bros. & Foster et al. 
Central R. R. et al. 
September 16—Tulsa, Okla.—Examiner Cheseldine: 
18599—Carter Oil Co. vs. B. & O. R. R. et al. 
September 16—Kansas City, Mo.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. 
& S. F. Ry. (and cases grouped therewith) (further hearing). 
26059 and Sub. 1—L. C. Adams Mercantile Co. et al. vs. A. T. & 

S. F. Ry. et al. 


September 16—Kalamazoo, Mich.—Examiner Witters: 
25837—-Taylor Produce Co. et al. vs. A. C. L. R. R. et al. 


September 18—Columbia, Tenn.—Examiner Griffin: 
25717—Town of Pulaski, Tenn. vs. A. T. & S. F. Ry. et al. 
September 18—Minneapolis, Minn.—Examiner Worthington: 
25343—Red Lake Falls Oil Co. et al. vs. B. F. & I. F. Ry. et al. 


September 18—Tulsa, Okla.—Examiner Cheseldine: 
15156—Sinclair Oil & Gas Co. vs. Pa. R. R. et al. 
25166—Sinclair Oil & Gas Co. vs. A. T. & S. F. Ry., et al. 


September 18—Washington, D. C.—Examiner Hosmer: 
a the matter of divisions of joint class rates in Official ter- 
ritory. 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 


September 18—Omaha, Neb.—Commissioner Porter: 
25998—Scoular-Bishop Grain Co. vs. M. & St. L. R. R. et al. 


September 18—San Antonio, Tex.—Examiner Sullivan: 
Finance No. 9689—Joint application of T. & N. O. R. R., La. West- 
ern R. R., M. L. & T. R. R. & S. S. Co. lL. & V. R. R., Franklin 
& Abbeville Ry., L. C. & N. R. R., Houston & Shreveport R. R., 
G. H. & S. A. Ry., Houston & Texas Central R. R., Houston East 
& West Texas Ry., S. A. & A. P. Ry., Dayton-Goose Creek Ry., 
Texas Midland R. R., and Guif & West Tex. Ry. to consolidate 
their properties; and of the Texas & New Orleans R. R. for 
authority to issue capital stock and to assume certain liabilities. 


September 18—Chicago, Ill—Examiner Trezise: 
25754—Vitrolite Co. vs. A. T. & S. F. Ry. et al. 


September 18—Washington, D. C.—Examiner Disque: 
26080—-North east Kentucky Coal Bureau vs. C. & O. Ry. 


September 18—Washington, D. C.—Examiner Sharp: 
* 20769—In re charges for protective service to perishable freight. 


September 18-19—Argument at Washington, D. C.: 
23314—Corporation Commission of N. C. vs. A..& R. R. R. et al. 
23436—R. R. Commission of S. C. vs. Alcolu R. R. et al. 
23420—Transportation Bureau of Spartanburg, Chamber of Com- 
merce vs. A. G. S. R. R. et al. 

23313—Traffic Association of South Atlantic Ports et al. vs. A. & 
R. R. R. et al. 

1. & S. 3778—Coal between southern points. 


vs. Alabama 





Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


_ GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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September 19—Chicago, Ill.—Examiner Trezise: 

25919—Hartford Faience Co. vs. B. & M. R. R. et al. 
September 19—Tulsa, Okla.—Examiner Cheseldine: 

ities Service Oil Co. et_al. vs. Alton R. R. et al. 

September 19—Washington, D. C.—Examiner Brinkley: 

i ag Dkt. No. 1193—Sacramento Northern Ry. and West Side 

: a Ce. 
September 19—Omaha, Neb.—Commissioner Porter: 
—S. A. Neely and B. E. Neely, co-partners trading as Neely 
Oil Co. et al. vs. Alton R. R. et al. 

September 19—Washington, D. C.—Examiner Lawton: 

Fourth Section Application 13470 et al.—Rates from, to, and be. 
tween points in southern territory, and petition of J. E. Tilford, 
Agt., dated July 27, 1933, on behalf of respondents and defendants 
in Rates on Bristol and Norton Lines of N. & W., 192 I. C. ¢ 
315. (hearing or further hearing, as case may be.) 

September 19—Washington, D. C.—Examiner Walter: 
Valuation Dkt. No. 1188—Terminal Ry. Alabama State Docks. 
September 20—Chattanooga, Tenn.—Examiner Griffin: 
18188—Hubbuch Glass Co. et al. vs. M. P. R. R. et al. 

1. & S. 3130—Southwestern Rates. (Further hearing.) 

September 20—Ft. Wayne, Ind.—Examiner Witters: 
25740—Container Co. vs. A. & S. R. R. et al. 
September 20—Argument at Washington, D. C.: 

24104—Big Sandy Fruit Co. et al. vs. A. & E. R. R. et al. 

24881—Carolina Shippers’ Assn., Inc. et al. vs. N. S. R. R. et al, 

25441—Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al. 
September 20—Tulsa, Okla.—Examiner Cheseldine: 

23854—Cities Service Oil Co. et al. vs. C. & N. W. Ry. et al. 
September 20—Omaha, Neb.—Commissioner Porter: 

23093 (and sub. 1 to 23, incl..—A. D. West et al. vs. A. T. & S. F. 
Ry. et al. (further hearing). 

ee ee. N. J.—Board of Public Utility Commissioners 


te) es 

Finance No. 9890—Joint application of Chester R. R., Morris & 
Essex R. R. and D. L. & W. R. R. for permission to abandon a 
line of railroad in Morris County, N. J. 


September rn, D. C.—Examiner Taylor: 
25812—American Highway Freight Association, Inc., vs. Railway Ex- 
ress Agency, Inc. 
American Highway Freight Association, Inc., vs. Southeastern 
Express Co. et al. 


September 21—Marshalltown, Ia.—Examiner Worthington: 
25856—Western Grocer Co. et al. vs. M. & St. L. R. R. et al. 


September 21—Argument at Washington, D. C.: 
24993—-John W. Eshelman & Sons vs. Pa. R. R. et al. 
25394—-Southern Ruralist Co., Inc., vs. C. of Ga. Ry. et al. 
25507—Riegel Paper Corp. vs. N. Y. C. R. R. et al. 


September 21—Washington, D. C.—Examiner Smith: 
16747 and Sub. 1—George W. Pyott Sand & Gravel Co. et al. vs. 
A. T. & S. F. Ry. et al. 


Get big truck performance at light truck cost. 
A Semi-Trailer enables you to haul six tons with 
a 1%-ton power unit. Send for booklet 10-A. 
FRUEHAUF TRAILER COMPANY, DETROIT, MICHIGAN 


General Merchandise — Cold Storage 
Warehouse 


WAREHOUSING — DISTRIBUTION — FINANCING 


Freezers 
Coolers 
Auto Dealers 


Warehousing 
Service 


Cargo-Handling 
Rail-Lake and Barge 


Terminal 
96 Car Track 
Capacity 


2000 aa os a Office and Factory 
oc (onronarion ov assemes) 


ce 
Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO, N. Y. 
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LOOK INTO 
THE ORIENT 


If you are not already interesting yourself 
in Oriental markets, consider them. Ask 
any agent of the American Mail Line about 

any port in the Orient. He will give you 

any information . . . complete and correct 
. . . on details of importing and exporting 
from that part of the world. Make all ship- 
ments to the Orient VIA SEATTLE and the 
American Mail Line TO SAVE TIME. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules regu- 
lar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. 


t al, 
t al, 


3 & For information, apply desk No. 6 
ties 21 West gage lassie cles oy, Soe 
1714 Dime Ban eécccoeseaeen etr 
i 1 Sige ea ie CROOKS TERMINAL 
” Union Trust g. Arcade....... 
ern General Freight Office WAR E HO US E S 
NE iw iccreiwaswsaee Seattle 
a CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. 14th Place 1201-1213 Union Ave. 
5801-5967 W. 65th St. 1411-1417 St. Louis Ave. 
LOS ANGELES 
Ninth -_ Alameda Streets 
perating as 
vs. M [ \ I i 4 | AN | y Overland Terminal arehouse Co. 


You certainly 


ship into our territory 


—that being the case, fast delivery to, 
or between, points in the territory is 
of interest to you. Fast delivery by 
Silver Fleet is coupled with careful 
handling and complete insurance 
coverage. 


Silver Fleet offers— 
Overnight Delivery 
Louisville—Indianapolis—Chicago 
Louisville— Nashville 
Louisville— Knoxville 
Reliable connections for points beyond 
Send for Freight Tariff 


SILVER FLEET 


MOTOR EXPRESS, Inc. 


630 East Main St., Louisville, Ky. 
830 W. Washington St., Indianapolis 


1235 W. 21st St., Chicago 


Member: American Highway Freight Aantitiien 
N.R.A.—We do our part 















Depend on the American Mail Line. 


76 offices in 22 countries at your service 
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Full Speed Ahead 


With the hot weather and vacations largely past, 
the appropriate business slogan now is, “Full Speed 
Ahead.” One powerful guarantee of progress is a 
growing list of satisfied customers. A frequent cause 
for dissatisfaction is delayed delivery. 

















Guarantee your customers prompt delivery by main- 
taining adequate spot stocks of your merchandise 
in our first class warehouses. It’s convenient and 
economical and, most important of all, it’s good 
business. 






Inquiries invited, without obligation, regarding any 
phase of our comprehensive service. 












* * + 
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PRECISION 
INSTRUMENTS 


safeguarded in shipment 
by KIMPAK 


Moto Meter Gauge and Equipment Corporation of 
La Crosse protect instruments with KIMPAK Crepe Wad- 
ding~-Mail coupon for samples and costs of this wadding. 


|” hme day, some progressive manufac- 
turer finds a new use for KIMPAK Crepe 
Wadding. Here is an example of its use for 
safeguarding a Moto-compressometer — to 
protect its glass fan from breakage — to make 
certain that it will arrive at destination in 
perfect condition. 

Avoiding complaints and replacements in 
this way saves money—saves wasted time in 
making adjustments and keeps customers 
satisfied. 

Solve your shipping and packing problems 
with KIMPAK. Itisa wood fibre product, soft 
as down, free from grit, harsh foreign sub- 
stances of any sort. It looks expensive — 
impresses customers, yet is surprisingly 
economical. 

KIMPAK comes in rolls, sheets, or pads, in 
various thicknesses — plain or backed with 
Kraft (smooth, creped or waxed), jute liner, 
or tissue, according to your requirements. 
Mail coupon for samples and costs. 


Kimpak 


REG.U.S. PAT. OFF. & IGN COUNTRIES 


Crepe Wadding 


Kimberly-Clark Corp., Mfrs., Neenah, Wis. TW-9 
Address nearest sales office at 
8 S. Michigan Ave., Chicago 122 E. 42nd St., 
510 W. 6th St., Los Angeles 


New York City 


Our product is. : 
Please send samples and prices 


Company....... 
Attention of... 
Address..... 
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temb 
sepiont 


a 4 21—Chicago, Ill.—Examiner Trezise: 
88—Quaker Oats Co. vs. A. C. & Y. Ry. et al. 


September 22—Chicago, Ill.—Examiner Trezise: 
26108—Biggio, Inc., et al. vs. A. L. R. R. et al. 
September 22—Birmingham, Ala. —Examiner Griffin: 
35682 rage, Millsaps & Blackwell vs. L. & A. Ry. et al. 
25702—W. B. Collins Cotton Co. vs. A. G. S. R. R. et al. 
September 22—Indianapolis, Ind.—Examiner Witters: 
5521—John Parent Co. et al. vs. A. C. & Y. Ry. et al. 
24: hamber of Commerce of Greenville, O., et al. vs. A. C4 
Y. Ry. et al. 


September 22—Des Moines, Ia.—Examiner Worthington 
ae State of Iowa, ex rel, Board of Control of State Institution 
. Cc. M. . & P. R. R. et al. 
oustaiien 22Oklahoma City, Okla.—Examiner Cheseldine: 
I. s. Hay from Louisiana and Texas to Alabama. 
September 22—Argument at Washington, D. C.: 
24899—A. B. Cole & Sons et al. vs. M. P. R. R. 
25184—-George Thompson et al. vs. B. & O. R. R. 
25411—Sunderland Bros. Co. vs. Alton R. R. 


September 23—Oklahoma City, Okla.—Examiner Cheseldine: 
1. & S. 3889—Spelter from Ark. and Okla. to Chicago, etc. 


September 23—Argument at Washington, D. C.: 

(and Sub. 1)—American Scrap Material Co. 
MacRae, Trustee) vs. B. & O. R. R. et al. 

September 25—Cedar Rapids, Ia.—Examiner Worthington: 

25831—E. Cohn & Son vs. C. R. & I. C. Ry. et al. 
SS 25—Dallas, Tex.—Examiner Cheseldine: 
14404—Atlas Metal Works et al. vs. A. 1 & F. 
17711—Wyatt Metal & Boiler Works vs. B. & O. 


September 25—Birmingham, Ala. gn Ma ytd 
21377—W. S. Dickey Clay Manufacturing Co. vs. A. & R. R. R. etal. 
18189—-Birmingham Sash & Door Co. et al. vs. A. & V. Ry. et al 


September 25—Argument at Washington, D. C.: 
24963—Apache Powder Co. vs. S. P. Co. et Fo 
25292—Shelbina —s Co. et al. vs. C. B. & Q. R. R. et al. 
wr 6 yy )—John B. Busch Brewing Co. et al. vs. C. R.], 

. Ry. et a 
25530—Tovrea Packing Co. vs. A. T. & S. F. Ry. et al. 
25529—Tovrea Packing Co. vs. A. T. & S. F. Ry. et al. 


September 25—Chicago, Ill—Examiner Trezise: 
26051—J. K. Dering Coal Mining Corp. et al. vs. I. C. R. R. et al. 


September 25—Waco, Tex.—Examiner Sullivan: 
Finance ‘No, 10022—Joint Application St. L. S. W. Ry. and Stephen. 
ville North & South Texas Ry. for permission to abandon lines 
of railroad in Hamilton and Erath Counties, Tex. 


September 26—Chicago, Ill.—Examiner Trezise: 
26049—Swift & Co. vs. T. & P. Ry. et al. 
ae 26—Birmingham, Ala.—Examiner Griffin: 
24626—Lone Star Cement Co. (Ala.) vs. Santa Fe et al. 
25627—-M. Fies and R. Fies, co-partners, doing business as Fies & 
Sons et al. vs. A. G. S. R. R. et al. 
September 26—Dallas, Tex.—Examiner Cheseldine: 
25766—East Texas Refining Co. vs. T. & P. Ry. et al. 
25700—Pollock Paper & Box Co. vs. B. & O. R. 


September 26—Argument at Washington, D. C.: 
a D a 1)—Ohio-Kentucky Associated Industries, vs. Alton 
et a 


September 26—Washington, D. C.—Examiner Shinn: 
Fourth Section “2 No. wr, filed by Virginian Ry. et al. 
September 26—Washington, D. —N. C. Corp. Comm.: 
* Finance No. S755 Anplidation. Norfolk Southern R. R. Co. and its 
receivers for permission to abandon the Columbia an@ Oriental 
branches of said company. 


aes al 26—Superior, Wis.—Public Service Commission of Wiscon- 


sin: 

* Finance No. 9985—Application D. S. S. & A. Ry. for permission to 
abandon its line between Marengo Jct. and Svperior, Wis. 

* Finance No. 10007—Joint Application Northern Pacific Ry. D. S. §. 
& A. Ry., Wisconsin Central Ry., and A. E. Wallace, receiver of 
Wisconsin Central Ry., for authority to the D. S. S. & A. Ry. 
to operate over the Wisconsin Central Ry. between Marengo Jct. 
and Ashland, Wis.; to operate over the Northern Pacific Ry. be- 
tween Ashland and Superior, Wis., and to construct a connect- 
ing track at Marengo Jct., Wis. 

September 27—Chicago, Ill.—Examiner Trezise: 

25975—Dryden Rubber Co. et al. vs. B O. R. R. et al. 

September 27—Dallas, Tex.—Examiner Cheseldine: 

— Sub. 1—Magnolia Pipe Line Co. vs. A. T. & S. F. Ry. 
et al. 

ge ad 27—Washington, D. C.—Examiner Boat: 
ourth Section Application No. 15235, as amended, by F. A. Le- 
land, agent. 

Copter 27—Moline, Ill.—Examiner Worthington: 

18770—Moline Consumer’s Co. vs. C. B. & Q. R. R. et al. 

21223—T- “— Bureau, Moline Association of Commerce, et al. vs. 
A. & E. R. et al. 

21000 “Teac Bureau, Davenport Chamber of Commerce, 
vs. A. & E. R. R. et al. 


September 28—Dallas, Tex.—Examiner Cheseldine: 
“= fe > a 1—Albuquerque Natural Gas Co. et al. vs. Alton 
. R. et al. 
25684—Community Natural Gas Co. vs. C. R. I. & P. Ry. et al 
ae oe 28—Chicago, Ill—Examiner Trezise: 
- & S. Dkt. No. 3861-—Coal, Springfield District to Peoria-Pekin, Ill. 
$31G0 Intrastate rates on bituminous coal between points in DPlinois 
September 28—Osage City, Kan.—Examiner Sullivan: 
Finance No. Application A. FT. & F. Ry. for permission to 
— line of railroad extending from Quenemo to Osage City, 
ans 
September 28—Washington, D. C.—Director Bartel: 
3666—In the matter of regulations far transportation of explosives 
and other dangerous articles by water (further hearing). 
September 28—Seattle, Wash.—Dept. of Public Works of Washington: 
* Finance No. 10066—A pplication Northern Pacific Ry. Co. for per- 


et al. 
et al. 


(Charles Bp 


By. a* al. 
R. et al, 


R. et al. 


et al. 
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MPANY) |}CALMAR LINE 


INTERCOASTAL SERVICE 


ARRIVES 


Regular Freight and Passenger Service 
Sailed | Sailed | Sailed | Sailed | Sailed |Sept. 10}Sept. 13 


BETWEEN 
Sailed | Sailed |Sept. 7jSept. 11/Sept. 13/Sept. 17/Sept. 20 


. TEXMA led |Sept. 14|Sept. : : 
New York, New Orleans, Boston and San Francisco R SS on ane a a 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 

Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 

Shipments to El Salvador handled expedi- 

tiously via Puerto Barrios, Guatemala and the 

International Railways of Central America. 


* Calls at Port Angeles Direct—Scheduled to Arrive Oct. 18. 


Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 

Baltimore, Md., 15 8. Gay St. Les Angeles, Cal., 410 Chamber ef Com- 

Chieago, I1l., 140 $. Dearbern St. meree Bidg. 

Detroit, Mich., 544 Book Building, Wash- Oakland, Cal., ist and Market Sts. 
ington Bivd. and Grand River Pertiand, Ore., 917 Board of Trade Bidg. 

New York, N. Y., 5 Broadway San Franolsoo, Cal., 215 Market Street, 

Philadelphia, Pa., Bourse Bldg. Matson Bidg. 

Pittsburgh, Pa., Oliver Bldg. Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 
Pacific Coast 


Los Angeles Harbor...Berth 145, Wilmingtos 
Baltimore—Pler 7, Port Covington, Howard Terminal 
Western Md. Ry. Portland, Ore No. | Oceanle Terminal 
San Franeiseo Pler No. 48-B 
Atlantic Dock Terminal 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 3, North River, New York, N. Y. 
100! Fourth &St., 111 W. Washingten 8t., 
San Franeisco, Calif. Chicage, Ill. 
Long Wharf, 321 St. Charles St., 
Boston, Mass. New Orleans, La. 


General Offices: One Federal Street, Boston, Mass. 


Atlantic Coast 


Philadelphia—Pler 27-N, Reading Co. Seattle 


HORDER'S 


TRAFFIC FORMS 


Domestic and Export Forms continuously 
checked and revised against latest practices, 
rules and regulations 


CANADIAN EXPORTERS 


Effective September 1, merchandise shipped 

to Canada must be listed on the new re- 

vised Manifest Forms M (direct sale) and 

N (consignment) as approved by Canadian 

Customs. These new forms now available. 
Write for samples. 


SHIPPERS 
DON’T CARE? 


Unbelievable! Records of the Port of Seattle indicate 
that they do care how fast their shipments travel to 
their customers in the Orient. Increased tonnage is 
the proof . . . thousands of tons each year. Shippers 


tell our officials that the SAVINGS IN TIME be- 
tween Seattle and the Orient as compared with any 
other United States port mean more profits and quicker 
turnover of merchandise. 


The Port of Seattle is one of the most modern ports 
in the world. Write for illustrated book describ- 
ing port facilities and phenomenal growth in tonnage. 
Bell Street Terminal, Seattle, U. S. A. 


Port; Seatile 


I. C. C. Forms and a complete line of other 
shipping forms, both domestic and export 


Bills of Lading Car Records, 
in Pad or Claim Records, 
Continuous Form for and Shipment and 
Handwritten or machine use Tonnage Forms. 


ome TARIFF FILES ———— 


Sample Folder of Traffic Form line sent 
upon request on your business letterhead 


HORDER’S INC. 


231 S. Jefferson Street Chicago, Llinois 
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TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 
Commerce 


Departmental Service 
Specialists 


713 Mills Bldg. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistica] Analyses—Matters Relating 
to Rates—Consolidatiens and Valuatiens 


Valuation 
643 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


“OPPORTUNITIES 


In Traffic Management” 


“Opportunities in Traffic Management,” a 
64-page book, FREE, should be read by every 
man seeking advancement in traffic work. 


of financial success. Many LaSalle- 
trained traffic managers—both in the 
railroad and industrial field — now com- 
mand salaries of $4,000, $6,000 a year 
and better. Investigate! Send for this 
free book today. Find out how you can 
qualify for these higher positions through 
LaSalle home-s training and guid- 


PPSlSeeeecesgcsesscescscgasacsasseseseesecesssacsecases, 
ITI TTT 


This book points the way to the higher 
positions in the field of Traffic Manage- 
ment. It tells how men once on small 
salaries have demonstrated their ability 
to make savings for the companies they 
work for and thus rise to more respon- 
sible positions. The field of Traffic Man- 
agement offers real opportunity only to ) 
the man who knows. Spare time study ance. Write now for your free copy of 
and the will to succeed have pushed ‘Opportunities in Traffic Management.” 
scores of traffic employees up the ladder Address— 


LaSalle Extension University, Dept. 995-T, Chicago, IIl. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer te Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahema City Office, Petreleum Bidg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 
Aton Law and Catid Pubic Accnnant 


SEACE CLAN in 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES = 


1721 Morton Buildi 208 W. Washingten St. = 
CHICAGO, ILL. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


THRU RATES 
AND 
DIRECT 


WATER 
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Poar Cries 
Iawo C/T1es 
——-—~Boar Lines 
Truce LInN€s 


Vol. LII, No. y 


mission to abandon its line between Cascade Junction and Blag 
Carbon, Wash. 


Copeeater 29—Columbia, S. C.—Examiner Griffin: 
771—Lexington Lumber Co. et al. vs. A. C. L. R. R. et al. 
September 29—Dallas, Tex.—Examiner Cheseldine: 

25678—E. B. Lindley vs. G. C. & S. F. Ry. et al. 


September 29—Chicago, Ill—Examiner Worthington: 
25595—Illinois Coal Traffic Bureau vs. A. & W. Ry., et al 
26021—Illinois Coal Traffic Bureau vs. A. & W. Ry. et al. 
Fourth Section Application No. 13040, filed by E. B. Boyd. 


October 2—Houston, Tex.—Examiner Cheseldine: 
25847—-Trinity Package Sales Co. vs. T. & N. O. R. R. 
25772—Houston Oil Co. of Tex. vs. Mo. Pac. R. 

October 2—Rockingham, N. C.—Examiner Griffin: 

: el Mercantile & Manufacturing Co. vs. A. C. L. R, R 
€ : 


October 2—Roanoke, Va.—Examiner Brennan: 
23653 fond Sub. Nos. 1 to 3, and 5 to 10)—Staunton Brick Co. vs 


, . 
23842 (Sub. No. 1)—State Corp. Commission of Va. vs. C. & O. Ry, 
ae ag eae Sub. Nos. 1 and 2)—Crompton Shenandoah Co. vs. ¢, 


24169—-Mead Paperboard Corp. et al. vs. C. & O. Ry. 

25615—City of Staunton, Va., vs. C. & O. Ry. 

23817—-Southwestern Virginia, Inc., et al. vs. N. & W. Ry. 

23653 (Sub. No. 4)—Kimbalton Lime Co. vs. N. & W. Ry. 

23805 (and Sub. Nos. 1 to 7)—Leas & McVitty, Inc., vs. N. & W. Ry, 

23842—-State Corp. Commission of Va. et al. vs. N. & W. Ry, 

October 2—Holton, Kans.—Examiner Sullivan: 

Finance No. 10060—Application Union Pacific R. R. for a certificate 
permitting abandonment, construction, and operation of lines of 
railroad in Kansas. 

October 2—Washington, D. C.—Examiner Weems: 
25589—Ohio Lime Manufacturers et al. vs. Pa. R. R. et al. 


October 3—Washington, D. C.—Examiner Disque: 
1. & S. 3543—1st supplement—Specifications for baskets used in 
the transportation of fresh fruits and vegetables in Official, South- 
ern, Western and Illinois Classification territories. 


October 3—Houston, Tex.—Examiner Cheseldine: 
25830—Alamo Refining Co. vs. T. & P. Ry. et al. 


October 3—Washington, D. C.—Examiner Shinn: 
Fourth Secticn App. No. 14500, filed by Agent Fonda. 
Fourth Section App. No. 14739, filed by Agent Fonda. 


October 4—Argument at Washington, D. C.: 

Finance No. 9006—Application of Oregon Electric Ry. for a certificate 
to construct an extension of its line of railroad in Washington 
County, Ore. 

Finance No. 9779—Application of Southern Pacific for certificate to 
construct an extension from Segners Station to the Stimson Mill, 
in Washington County, Ore. 

1. & S. 3780—Grain and products to C. & O. branch lines. 

October 4—Salisbury, Md.—Examiner Fleming: 

———e— Packers’ Assn., Inc., et al. vs. Pennsylvania R. R. 

et al. 


October 4—Burlington, Ia.—Examiner Snider: 
* 1. & S. 3908—Sugar Gulf ports to Upper Mississippi River points. 


October 5—Louisville, Ky.—Examiner Glenn: 
25953—Louisville Cement Co. vs. Pa. R. R. et al. 


October 5—Lake Charles, La.—Examiner Cheseldine: 
23109—Lake Charles Rice Milling Co. of La., Ince., 
Ry. et al. (further hearing). 
October 5—Argument at Washington, D. C.: 
1. & S. 3843—Coal from Indiana to Illinois. 
15682—M.-T.-K,. R. R. vs. K. C. Terminal Ry. 


October 5—Washington, D. C.—Examiner Williams: 
25943—Adolph Gobel, Inc., vs. B. & O. R. R. et al. 


October 5—Milwaukee, Wis.—Examiner Taylor: 
* 25734—Seaman Body Corporation ve. C. & N. W. Ry. Co. et al. 


October 6—Harrisburg, Pa.—Examiner Crowley: 
a ya A. Case and Son Manufacturing Co. vs. B. & O. R. R. 
et al. 
* 20828—Lebanon Steel Foundry vs. Pa. R. R. et al. (further hearing). 
October 6—Danville, Va.—Examiner Brennan: 
24240—Fieldale Mills et al. vs. Virginian Ry. et al. 
24482—-Danville Chamber of Commerce et al. vs. C. & O. et al. 
“a Chamber of Commerce, Inc., et al. vs. C. & O. Ry. 
et al. 


et al. 
R. et al, 


vs. A, & &. 


FREIGHT RATES FOR SHIPPERS 
HARTMAN’S 


Eastern Freight Rates—tnisouthern Terntaries 
Western Freight Rates — Sorcring clase and 


Hartman’s Chicago Guide — freieht, Taree 


Publications sent on approval 732 Federal Street, Chicago 


Pasaeeeseeueseesesscscesasl® 


""" rom-—Stamlord, South Norwalk, Bridgeport 
Slow Lendion end Meswitth, Conn. 
o—C. F. A., W. T. L., Inter-Mountain, 
rT Carolinas, South and Southwest 
Vig—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 





